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Argentine Railway Transfer 


_"s new Anglo-Argentine trade agreement was initialled in 
Buenos Aires on February 12, and it is understood that 
British railways in Argentine will be transferred to Argentina 
on February 29. The United Kingdom is to make a single 
cash payment of £10 million as a contribution to the increase 
of Argentine production, and during 1948 will supply certain 
goods specially requested by Argentina, These will be bought 
and sold through the usual commercial channels. Great 
Britain is to pay £100 million in advance for goods included 
in a schedule. Payments will be transferred to the Argentine 
Central Bank’s account with the Bank of England, but as soon 
as the Central Bank receives payment £150 million will be 
transferred to the British railway companies whose assets in 
Argentina are being taken over by the Argentine Government 
in accordance with the agreement of February 13, 1947. This 
£150 million consists of the British payments together with 
about £35 million Argentina has in current sterling and £5 
million from her old blocked balance. The transfer of the 
£150 million in payment for the railways is expected to be 
effected very shortly. 


* * * 


Southern Railway’s Final Dividend 

As we closed for press, the report of the directors of the 
Southern Railway Company for 1947, the final year of the com- 
pany’s operation, was issued. It is proposed to increase the 
dividend on the deferred ordinary stock from 2} per cent. in 
respect of 1946 to 44 for 1947. The meeting is to be held at 
Wigmore Hall, London, W., on March 4, when a resolution 
will be submitted that £60,000 be paid to the directors for loss 
of office. If this is approved, the balance available on the de- 
ferred stock will be £1,312,504, which, after the dividend of 
4) per cent., will leave a surplus of £411. If the resolution is 
rejected, the balance available will enable a dividend of slightly 
over 44 per cent. to be paid, and leave £160. The amount avail- 
able for the dividend on the deferred stock for 1946 was 
£878,556. The auditor, appointed under the Transport Act to 
certify in respect of the years 1946 and 1947, has given his 
certificate. The revenues include the total amounts payable 
to the company under the Railway Control Agreement, and net 
revenue from undertakings excluded from the Agreement. We 
hope to deal with the accounts in greater detail next week. 


* * * 
Credit Withheld 


It is natural for the British Transport Commission to wish 
to show the public results now that nationalisation of the rail- 
ways has been achieved, but it seems unfortunate to risk delud- 
ing the forgetful or uninformed by a parade of certain enter- 
prises which had been planned by the former companies. The 
manner of announcing the mechanisation of Yoton up yard 
recently was such as to suggest that it was a boon granted 
after a flying visit by a benevolent fairy godfather. Subse- 
quently York has been visited, and here, also, the aftermath 
is a proclamation of benefits to come—benefits which were, in 
fact, planned by the L.N.E.R. and merely suspended by the war. 
This is true both of the resignalling at York, outlined in a news 
article this week, and of the consideration now being given 
again to widening the York-Northallerton main line, neither of 
which projects received more than a somewhat oblique refer- 
enc® to its ancestry. After some noble phrases about the in- 
heriting of traditions which were publicised at considerable 
expense about January 1, it might have been expected that 
B.T.C. announcements would show a keener sense of history. 


* * * * 


Transport Stock Valuation Delays 


In our January 23 issue we commented on the fact that the 
Chairman of the Transport Arbitration Tribunal had written to 
The Times drawing attention to the delay by the British Trans- 
port Commission in submitting to the Tribunal particulars of 
stocks on the value of which arbitration is required under the 
Transport Act, 1947. When the Tribunal sat on February 11 
to consider the value of L.N.E.R. Hartlepool & Clarence 
class “C” £100 nominal preference shares, Mr. Montgomery 
White, K.C., the Chairman, referred to the matter again. He 
said that the tribunal had dealt with the stocks of three under- 
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takings only. As to two others it was told that there would be 
no necessity to value, because the stocks had become vested in 
the Commission in another way. That left some 30 under 
takings still to be dealt with. The Tribunal had been appointed 
in August, 1947, and he had been informed that it was the 
expectation that valuation should be completed before the Act 
came into force on January | last. That date was now well 
past, and the members of the Tribunal were becoming rather 
worried about the delay which was taking place. The Tribunal 
later announced that it had issued an order, dated February 13, 
determining the value of Hartlepool & Clarence preference 
shares as £86 per £100 nominal value. 


* * * * 


Record Steel Output 


Figures issued by the British Iron & Steel Federation show 
that steel production in January reached a new record rate 
exceeding that achieved in any previous month, Output was 
at an annual rate of 14,589,000 tons, compared with 12,646,000 
tons a year in December, and 12,470,000 tons in January, 1947. 
The previous best January figure was a rate of 12,927,000 tons, 
which was attained in 1943. Pig-iron also showed an increase 
in output to an annual rate of 8,726,000 tons, which compared 
with 8,561,000 tons in December, and 7,806,000 tons a year ago, 
At the present rate of production steel output is greater than 
the average monthly figure required to hit the Government 
target of 14,000,000 tons for 1948, The two major uncertain- 
ties continue to be confidence that the necessary supplies of 
fuel and scrap will be available. Coal output during the first 
week of February was disappointing, and at 4,052,700 tons 
was the lowest this year and below the average weekly rate 
required to reach the target of 211,000,000 tons. 

* * * * 
Overseas Railway Traffics 

Argentine rail traffics in the main showed increases over the 
previous year in the fortnight ended February 7. although the 
Entre Rios experienced a decline of ps. 1.100 in the second 
week. This followed a gain of ps. 75,200 in the preceding 
seven days, sc that the results for the fortnight work out 
favourably on balance. G.W. of Brazil traffics lost £1,200 in 
the second week of the period under review and £200 in the 
previous week. Only one increase has been recorded by the 
company so far this year, and its aggiegate resuit is £2.100 
down, although the comparison is made with 5 weeks and 4 


days in 1946 as against 5 weeks and 3 days this year. Some 
results are compared below: 
No. of Weekly Inc. or Aggregate Inc. or 
week _ traffics dec traffics de: 
Buenos Ayres & Pacifict . 32 3,250,000 +550,000 84,791,000 + 12,699,000 
Buenos Ayres Gt. Southern* 32 4,562 7II 117,229 + 4,894 
Buenos Ayres Western* 32 1,343 +20 45,725 + 4,952 
Central Argentine* 32 4,189 844 110,830 8,646 
£ £ £ £ 
Canadian Pacific 52 7,151,250 914,250 79,646,500 6,522,500 


* Traffic returns in thousands of pesos 
Barsi Light Railway traffics for the period from April to 
December, 1947, showed a gain of £20,632. but receints for 
the montn of December itself corresponded closely with the 
preceding year. the difference being only £52 in favour of 1947. 


* * * * 


Belfast & County Down Railway 

The report of the Belfast & County Down Railway Company 
for the year ended December 31 last presumably will be the 
last to be issued by the company for a full 12 months’ 
Operations, since negotiations for its sale to the Northern 
Ireland Road Transport Bozrd were reported in our January 23 
issue. Last year the company’s gross receipts were £367,444, as 
against £390,621. Expenditure increased from £440,863 to 
£443,551, leaving a working deficit of £76,107, compared with 
one of £50,242 in 1946. After taking miscellaneous receipts 
and compensation into consideration, the total net result is a 
deficit of £27,313, as against £26,273. Against this the company 
has set £1,150 from income tax overprovided, and £40,613 is 
transferred from the reserve for contingencies, giving a credit 
balance of £41,763, which covers interest, rentals, fixed charges, 
and dividends on guaranteed shares, with no balance to be 
carried forward. The decrease in railway traffic receipts from 
£313,818 to £296,635 is attributed to the serious competition 
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from road transport, both public and private. The statement 
regarding the sale negotiations and the distribution of the pur. 
chase money, which was reproduced in our January 23 issue, js 
published in the report. It is regretted that the results do not 
permit of any dividend on either the preference or Ordinary 
stock. 

* * * * 


Men, Management and Machines 


Lecturing to the Railway Students’ Assoc‘ation in London on 
February 11, Lt.-Colonel R. A. C. Radcliffe, Secretary of the 
Management Research Groups, took as his subject the rela- 
tionship between men, management, and mechanised industry. 
He did not agree that the incentive of money and the fear 
of losing a job were essential spurs to endeavour, nor that 
the respons.bilities of management towards workpeople stopped 
at the provision of good welfare conditions and wages. He 
wanted to see organisation and administration designed to ap- 
peal to, and encourage, the best instincts of human nature, and 
ins.sted on the importance of leadership, even to the extent 
of making known the appearance and personalities of managers 
through works magazines. Lt.-Colonel Radcliffe’s speech had 
the merit of presenting alternatives to the type of incentives 
he deplored, but it probably will be a lengthy process to popu- 
lar.se those he put forward in place of more mundane con 
siderations. It is, however, one to which the British Transport 
Commission is giving serious thought, as was made clear by 
Mr. John Benstead, member of the Commission, when address 
ing the same Association earlier this year. 


* * * * 


National Railways Commemorate Private Enterprise 

Unusual interest attaches to the Horsham Railway Centenary 
celebrations being held this week, which were opened on 
Friday last, to mark the centenary of the branch from Three 
Bridges to Horsham of the London, Brighton & South Coast 
Railway, This is the first centenary celebration to be held 
since railway national.sation, and it has fallen to the lot of the 
British Railways (Southern Region) as the last centenary cele- 
bration before nationalisation (Ashford Works) did to the 
Southern Railway Company. At the luncheon held at the 
King’s Head Hotel. Horsham, where the inaugural dinner had 
been held 100 years earlier, both Councillor A. H. Eyles, Chair 
man of the Horsham Urban District Council, and Mr. R. M. T 
Richards, Deputy Chief Regional Officer, British Railways 
(Southern Region), pa:d tribute to the private enterprise that 
had built the railway systems of the country and made possible 
its remarkable commercial development. Incidentally, the ex- 
hibition catalogue (mentioned in our short account of the ex 
hib:tion elsewhere in this issue) refers to the slight doubt in 
the precise date of opening occasioned by Henry Burstow in h's 
* Reminiscences of Horsham ™ having given it as February 19. 
The more generally accepted date of February 14, adopted for 
the centenary, has the support of the company’s half-yearly 
report, and of the contemporary columns of our predecesso 
journals. 


Relaying in Polhill Tunnel, Southern Region 

An extens.ve programme of engineering work in Polh'l 
Tunnel, Southern Region, begins at midnight tomorrow, and 
is explained in an article elsewhere in this issue. In view 
of the length of time for which the tunnel would be closed. 
and the many travellers affected by the altered train service 
arrangements, the Press was invited to a conference presided 
over by Mr. John Elliot, Chief Regional Officer, Southern 
Region, on February IL. Mr. Elliot made it clear that the decision 
to close the tunnel, and al! arrangements for the work, had been 
made entirely within the Southern Region, which he thought 
proved that decentralisation did. in fact, exist under the new 
ra lway organisation. A reference to the fact that a certain 
piece of equipment might be borrowed from the North Eastern 
Region, led to an inquiry whether such a procedure would 
have been possible before the railways were nationalised. The 
inquirer was told that not only would it have been possible. 
but was resorted to frequently. Perhaps a future generation 
will be as puzzled by the reasons for railway nationalisation 
as was Little Peterkin by the long-term value of the battle of 
Blenheim in Southey’s poem. 
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The “ Royal Scot” Resumes its Name 

Since Monday last, February 16, the 10 a.m. express in both 
directions between London (Euston) and Glasgow Central has 
resumed the name “ Royal Scot” and carries the appropriate 
roof boards. It was not until 1927 that this train was named 
officially. although a 10 a.m. departure from London to Glas- 
sow and Edinburgh dates back 100 years, through communica- 
tion by the West Coast route having been completed on 
February 15, 1848. Greater publ-c familiarity with the “* Fly- 
ing Scotsman * has caused some strange interchange of titles 
in the past, either train being likely to appear in the press in 
discriminately as the “ Fly:ng Scot,’ although we cannot recall 
a reference to the * Royal Scotsman.” Many will welcome the 
fact that the names of famous trains have survived the new 
order of nomenclature, and it has been pointed out in our own 
pages that “ Royal” is an appropriate word to embody in the 
titles of a nationalised railway system in this country. 


~ + * * 
° 
Railway Staff Magazines 

HE first six issues of the Coal Board’s magazine, Coal, 
T which was given a special allocation of paper, made a loss 
of £4.640. We expect the British Transport Commission and 
the several Executives are being importuned by job-seekers to 
start similar State-sponsored magazines relating to transport in 
general or possibly several dealing respectively with railways, 
road transport, docks, and inland waterways. 

Quite apart from the independent technical and specialised: 
press, all the four main-line railways and the London Passenger 
Transport Board published staff magazines, and for the present 
they are being continued with little change except as regards 
title. The Great Western Railway Magazine becoming Western 
Region Magazine, Southern Railway Magazine, Southern Re- 
gion Magazine; the title of the former L.M.S.R. staff news maga- 
zine Carry On is not affected by the change; whilst The L.N.E.R. 
Magazine has become British Railways, Eastern, North Eastern, 
Scottish Regions Magazine. 

It appears obvious that, with the creation of six regions in 
place of four railway systems, some change will have to be made 
in the number and contents of the staff magazines. Will each 
region have its staff magazine? Or will the magazines be 
standardised, the main articles being the same with a localised 
edition for each region with four or eight pages, as the case may 
be. of regional staff news? That seems to us the most economical 
and logical solution. It has been stated that it is desired that 
the staff shall have the same loyalty to British Railways as a 
whole as they previously had for their respective companies. 
Surely this can best be engendered by a well produced staff 
magazine dealing with the progress being made by British trans- 
port as a whole rather than by a series of entirely local or 
regional publications. 

Even if it should be decided that each region shall have its 
staff magazine, surely they will have to be standardised! It 
would be subversive of the functional! ideals of Commission 
and Executive if each were allowed to continue as at present. 
Referring to these magazines by their late titles, there was The 
Great Western—sedate and very much an official record: London 
& North Eastern—most literary of the staff magazines; Southern 

probably our best example of a magazine written by the staff 
for the staff; L.M.S.R. “ News Magazine,” Carry On—distri- 
buted free to the staff, very entertaining, would probably make 
best nucleus for an “all regions * magazine; last but not least, 
London Transport Magazine—recently remodelled by Mr. 
Brebner and printed by photogravure like the Post Office 
Magazine. 

All the staff magazines differ editorially and two of them do 
in another respect. To their credit, neither the L.M.S.R. nor 
London Transport magazines accept advertisements, whereas 
the Southern, Western, and North Eastern magazines do. This 
is a matter that will have to be standardised one way or the 
other. The present practice of some regions saying yes and 
others saying no obviously cannot continue. Either a staff maga- 
zine is worth doing or it isn’t, and we have always thought it 
infra dig. for a railway company to ask the long-suffering manu 
facturer of railway plant or stores to help them out in contri- 
buting to the cost of producing their staff magazines. It cannot 
even be called legitimate advertising, as not 1 per cent. of the 
readers of a railway staff magazine has anything to do with 
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the purchase of plant or machinery and the | per cent, that 
does, reads the technical press. Many firms resent the pres- 
sure brought by canvassers, but fear it will be a black mark 
against them if they are unresponsive. But a State-owned 
railway must be above reproach. If there is to be advertising in 
staff magazines, the advertisements should be those relating to 
the personal needs of members of the staff, goods, clothes, patent 
medicines, holiday camps, building societies, and co-operative 
stores. 

Presumably the staff magazine problem will be discussed by 
a committee, and, as usual with committees, there will be some 
confusion of thought. In discussing this matter with railway 
officers we have on occasion found they would confuse the func- 
tion of a staff magazine with a propaganda publication, or a 
travel magazine or an engineering or technical journal. A staff 
magazine is none of those things. It may be thought desirable 
to have a propaganda publication like Over the Points, a pre- 
war publication of the Southern Railway, or a travel publica- 
tion like Scotland’s Magazine of the S.M.T. But they are not 
staff magazines. Nor are they “fan” papers like The Railway 
Magazine with its 70,000 readers. 

And now a final thought. In addition to the staff magazines 
of the late railway companies there are the journals and maga- 
zines of the railway unions, the Railway Review of the N.U.R.., 
The Locomotive Journal of the A.S.L.E.F., and the Railway 
Service Journal of the R.C.A. All three are essentially staff pub- 
lications and often contain very useful and instructive articles 
on railway working, quite apart from news and notes concerning 
trade union matters. Most railwaymen are members of one 
or other of these unions. We gather, too, that railwaymen are 
not too pleased with the general “set up” of the new régime, 
being disappointed at the lack of * workers’ control.” If there 
is to be a British Railways staff magazine with a localised edition 
for each region, could not its editing be entrusted to an editor 
or editorial committee to be appointed by the three unions and 
an amalgamation effected between the unions’ magazines and the 
British Railways staff magazine? 


* * * * 


Circumlaquestion 


Ww have already drawn attention in these columns io the 

circumlocution which attends the proceedings of nation- 
alised undertakings, and to which transport in its present state 
S no exception. A new practice is now being developed which, 
for lack of a better name, we call circumlaquestion. In the 
House of Commons on February 2, the Minister of Transport 
was asked a number of questions relating to railways, and in 
each case he replied that the matter was one for the British 
Transport Commission, and that he would bring it to the 
attention of that body. We commented on this in our February 
6 issue, and last week we published some of the questions 
and answers and the reactions of the inquiring Members of 
Parliament. We have since endeavoured to ascertain the 
machinery by which the present blackout on railway informa- 
tion from the Minister in Parliament is effected. 

Before the war, when the railways were under private enter- 
prise, questions on railway matters were frequently asked and 
answered in the House of Commons. The procedure at that 
time was that when a question was tabled, the Minister of 
Transport contacted the General Manager of the railway con 
cerned, and his department, if it could not give the reply off- 
hand, ascertained the facts from the responsible officers and 
passed them back to the Min’ster. 

During the recent period of control of the railways, the 
procedure was that questions were referred to the Railway 
Executive Committee, which similarly ascertained the facts and 
passed them to the Minister. 

The present procedure is that the questions are tabled: the 
Min:ster replies to the Member that the matter is one for the 
Railway Commission. The question is then referred to the 
Railway Commission, which passes it to the Railway Executive. 
which relays it either to the Chief Regional Officer, or to the 
functional Executive member’s departmental opposite number 
in the region, The reply travels back to the Commission by 
the same process in reverse and ultimately the Minister is 
advised. As the Minisier has already “ replied ” to the question 
in the House, no action need be taken by him. The Chairman 
of the Commission, however, replies direct to M.P.s. 
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Lecomotive Advance on the L.M. Region 


HOUGH there is a school of thought that still tends to 
consider the locomotive primarily as a thermal machine, 
there has happily been a much greater recognition among 
mechanical officers during recent years that the locomotive 
is first of all a traffic machine. Certain it is that the steam 
locomotive and the diesel locomotive cannot economically 
be given any substantially greater thermal efficiencies than 
they have today. But there still remains an immense field 
for the development of the steam locomotive as a_ traffic 
machine, though it must be admitted that the improve 
ments at the moment do not improve the position, and do no 
more than enable mechanical, motive power, and operating de- 
partments to hold their ground against the still deteriorating 
labour and material situations. 

Nowhere did ideas of developing the locomotive as a traffic 
machine receive’ greater impetus than on the L.M.S.R.; and 
under the leadership of Mr. H. G. Ivatt, who fully appreciated 
the necessity of the greatest co-operation with those responsible 
for the working and maintenance of locomotives, this policy 
has been continued. The latest examples of the consolidation 
of this policy are described elsewhere in this issue. They 
comprise, first, 20 Mogul freight locomotives in which acces- 
sibility, ease of driving and firing, and ability to run with 
the minimum time occupied in shed attentions, have been 
incorporated perhaps to a greater degree than ever found 
before in British-built engines; and, secondly, the embodiment 
of a modern poppet valve motion and a complete roller-bearing 
axlebox installation in new Class “5” mixed-traffic engines 
a design already successful judged by most standards. 

The marriage of old and well-tried components and propor- 
tions—such as the manganese-steel liners on boxes and horns, 
the self-cleaning smokebox and the drop grate—with newer 
developments that have already given indication of substantia! 
savings; and—in the case of the 2-6-0 locomotive—the over- 
riding policy of producing a machine capable of standing up 
to the deplorable conditions of today, may have a profound 
effect on British locomotive practice and may well guide the 
changes which could, in any event, be expected as a result of 
the formation of B.R. But it is a happy thought that carries 
us back over 45 years to the time when the father of the man 
responsible for bringing these modern trends to a wholesome 
fruition was equally to the fore in initiating what was then the 
most crying need of British locomotive practice—the really big 
boiler. Boilers of ample capacity for the duties involved are 
not lacking in the new machines of 1948; nor is the valve gear 
of these, and most other engines of the last score of years, 
deficient in allowing steam generated to be used efficiently. But 
to these characteristics have been added the necessary third 
element needed to give wholeness; and they stamp the designer 
with that same quality far better than would some new “ bigger 
and worser ~ locomotive type. 





* * * + 


Stephenson Valve Motion 


HE resuscitation of Stephenson’s link motion for express 
locomotives, and in its “ outside’ form, too, is a prac- 
tical admission that good though the Walschaerts gear may be, 
yet it is not perfect in its operating characteristics. Neverthe- 
less, to put any comparison in its true proportion, recognition 
must be given that the locomotive to which the new applica- 
tion has been made—a Class “5” 4-6-0 on the London Mid 
land Region—is one of a class that habitually is run up to 
speeds that inevitably “take it out of ” locomotives with 6 ft. 
wheels, and intensify factors that with speeds never exceeding, 
say, the wheel-diameter rate, would not become so obvious. 
Indeed, this note is being written in a train travelling at 74 
m.p.h. behind a Class * 5” locomotive and only last week we 
travelled at speeds up to 80 m.p.h. on the footplate of a 
Pacific being piloted by a Class “ 5.” The maximum speed limit 
on the London Midland Region is 75 m.p.h., but by no means 
all locomotives are fitted with speedometers and on occasion 
the maximum is exceeded. 

As these speeds are anything but exceptional for this 4-6-0 
mixed-traffic class, the constant-lead characieristic of Wal- 
schaerts motion naturally will show its disadvantages; and in 
some respects, therefore, the decision to try on No. 4767 
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(illustrated elsewhere in this issue) a set of Stephenson motion 
with open rods, giving variable lead in the right direction, was 
natural. It is the outside location that forms the novelty, 
but that arrangement has one advantage apart from any claims 
of accessibility; that is, the feasibility of providing long 
travel, in this case about 6} in., which could be given only at 
the cost of heavy eccentric weight with inside motion. 


Road Services of the British Transport 
Commission 


ROBABLY the greatest surprise in the composition of the 

Road Transport Executive was the appointment as Chairman 
of Major-General G. N. Russell, who has been a regular Army 
Officer for nearly thirty years. Admittedly, his experience here has 
been concerned with transport, as he served continuously on the 
Movements Staff, first with the B.E.F. in France, where he was 
responsible for all road and rail movements, secondly in G.H.Q., 
Middle East, where he was Director of Movements at the time 
of the Battle of El Alamein, in the Invasion of Sicily, and 
finally in India, where, as Deputy Quartermaster General for 
Movements, he was responsible for the activities of the trans- 
portation service, as well as co-ordination of movement plans 
in the India Base in support of forces operating in South East 
Asia Command. Since the end of hostilities he has been acting 
as Transport Adviser to the Special Commissioner for South 
East Asia. At the same time, few would contend that military 
transport is operated with considerations of commercial effi- 
ciency, and General Russell’s appointment may be interpreted 
as an indication that organisation is regarded as the primary 
necessity of nationalised road transport, rather than experience 
in commercial operation. He has among his colleagues two 
outstanding personalities in the practical commercial sphere, 
one on the goods transport side, and one on the passenger. 

Mr. Claud Barrington, as Managing Director of Transport 
Services Limited, has been responsible since the incorporation 
of that company on April 25, 1936, for the acquisition of more 
than 60 separately-established road transport operators, which 
have been combined into 28 companies, working in collabora- 
tion with one another. On the passenger side, Mr. George 
Cardwell has had an unusually wide experience, It is note- 
worthy that he has never held office in passenger road transport 
below the rank of General Manager. His early days were 
spent with tramways, but since 1915 he has been with pro- 
vincial motorbus companies, first of the B.E.T. Group and 
since 1930 with the Tilling Group. Throughout, he has been 
the apostle of co-ordination, particularly with municipal 
transport, and his achievements in this sphere are noteworthy. 
[he remaining members of the Road Transport Executive, as 
already announced in our columns, include (full-time) a trade 
union leader, and a traffic commissioner, and (part-time) one 
with considerable experience in municipal transport, the Chair- 
man of the Road Haulage Association, and the Organiser of 
the war-time Meat Transport Pool. 

It is of interest to summarise the various road _ transport 
activities that so far have passed into the ownership of the 
British Transport Commission. So far, the only purchases 
by voluntary arrangement which have been announced are 
the groups headed by Transport Services Limited and H. & G. 
Dutfield Limited. Transport Services Limited owns (inter alia) 
all the shares of :— 


A. H. Barlow (Transport) Limited 
Bert. Whiting & Son Ltd. 
c.D. & T. (Contracts) Limited. 
C. Durston Limited. 
Child & Sons Ltd. 
Carey, Davis & Thomas Limited. 
Cullingford & Collett Limited. 
Davies & Brownlow Limited. 
Donaldson Wright Limited. 
East Anglian Transport Services Orrell & Brewster Limited. 

Limited. Quinceys Limited. 
Edwards & Sons (Transport) Limited. S.J. Megenis Limited. 
Ex Army Transport Limited. Southern Transport Co. Ltd. 
Fred. Rees (Neyland) Limited. Star Bodies Limited. 
Gamman & Dicker Limited. Star Vehicle Engineering Co. Ltd. 
General Roadways Limited. Sudbry (Suffolk) Transport Service Limited. 
H. & S. Hawker Limited. W. Bradbrook & Sons Ltd. 
Henry Bayes & Sons Ltd. West Midland Roadways Limited. 
Henry Hawker (Burton) Limited. West Wales Roadways Limited. 
Holton’s Transport Service Limited. Western Transport Services Limited. 
Hulton Motor Co. Ltd. 


In addition, the British Transport Commission became 
possessed automatically on January 1 last of the interests of 


Ipswich Transport Motor Engineers Limited. 
J. Blaney Limited. 

John Ford (Pembroke) Limited. 

Kinders Transport Limited. 

Kneller & Chandler Limited. 
Loughborough Transport. 

Northumbrian Transport Services Limited. 
North Western Transport Services Limited. 
N.W.T.S. (Hull) Limited. 
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the railway companies in road transport, which included 
(apart from the railway cartage fleets) ownership of the whole 
share capital of the Hay’s Wharf Cartage Co. Ltd., which, in 
its turn, owns a direct controlling interest in the following :- 


Pickfords Limited. Norman E. Box Limited. 


Carter Paterson & Co. Ltd. 

The Pickford subsidiaries include :— 
Arthur Batty Limited. Garlick, Burrell & Edwards Limited. 
Benefit Tyre Co. Led. A. J. Hewett Limited. 
H. Bentley & Co. (Bradford) Limited. Hughes Bros. Ltd. 
Chaplins Limited. Removals & Storage Limited. 
Coulson & Co. Ltd. Shepard Bros. Ltd. 
Crouchers Limited. Swift Parcel Delivery Service Limited. 
Express Transport Service (Welling- Venn & McPherson Limited. 

borough) Limited. 

The Carter Paterson subsidiaries include : — 
Express Motor & Body Works Limited. 
Herd & Gerner Limited. 
Tersons. 

Over and above these companies, the railways held sub- 
stantial, but not necessarily controlling, interests in:— 


James W. Petrie Limited. 
Joseph Nall & Co. Ltd. Sutton & Co. (Manchester) Limited. 
Sutton & Co. Ltd. Wordie & Co. Ltd. 


On the passenger transport side, the British Transport Commis- 
sion has become possessed so far of no buses or coaches (other 
than those of London Transport) excepting the railway proportion 
of the fleets of buses owned under joint committee arrange- 
ments with the municipalities of Halifax, Huddersfield, Sheffield, 
and Todmorden, The Commission, however, has inherited 
substantial shareholdings in practically all the large provincial 
bus companies, in every case exactly equal to that of the other 
largest shareholder, which is usually a unit of either the Tilling 
or the B.E.T, Groups. In the case of Thomas Tilling Limited, 
Sir Frederick Heaton, its Chairman, stated recently that the 
negotiations which his company was conducting with a view 
to selling to the British Transport Commission such of its 
interests as were affected by the Transport Act, would include 
some 25 different undertakings in various parts of the country. 
Already, the Commission (through its acquisition of the railway 
shareholdings) holds interests equal to Tilling in 22 of the bus 
companies in the Tilling Group. There are a certain number of 
outside shareholdings also, but, taking the Tilling Group as a 
whole, its financial interest amounts to 45-9 per cent. of the 
aggregate ordinary share capital, which is matched in almost 
every case by an equal railway shareholding. The conclusion 
of a Tilling deal would therefore leave the Commission with 
a controlling interest in a large section of the provincial bus 
industry. Its substantial holdings in most of the remainder 
are equalled by the holdings of the B.E.T. and S.M.T. Groups. 


* » * * 


Railway Executive’s Policy 


N Monday last the Minister of Transport announced thai 
the restrictions which were imposed last year on the level 
of passenger train services, and on the running of special trajns 
as an emergency measure to build up stocks of coal, were 
being withdrawn. The British Transport Commission, there- 
fore, would be free to rum improved services, including some 
Special trains, so far as its reduced resources of rolling stock 
permitted. On the next day the Railway Executive called a 
press conference for the purpose of announcing the steps 
proposed to take to implement the Minister’s statement. 

When the new summer train services come into operation 
on May 31, there is to be “ a substantial extension ” of booked 
train services as compared with last summer. The Chief 
Regional Officers have been empowered to take the initiative 
in arranging special trains to cater for travel to and from 
Sporting events, and the first specials will run to-morrow, 
February 21. Special facilities for party outings also are 
being restored. Small parties will be catered for, but by 
previous arrangement, on ordinary trains. For large booked 
parties specials will be run. The number of parties accepted 
will be limited only by the intention “to maintain fully the 
services for trade and for the normal and regular travelling 
public, and by the extent of available staff, engine power and 
coaches.” The reduced fares for party outings are to be:— 
Parties of a minimum of eight adults, single fare (first and 
third class) for double journey; day outings for juveniles 
(minimum eight), guaranteed day excursions (minimum 300 
adults), and advertised day excursions, single fare (third class 


Beans Express Limited. 
England's & Perrott’s. 


Currie & Co. (Newcastle). 
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The promoters of guaranteed day 
excursions are to be allowed 7 per cent. commission. 

Sir Eustace Missenden, Chairman of the Railway Executive, 
gave some details of the background against which the changes 
in passenger services had to be viewed. Of the total loco- 
motive stock, some 14 to 15 per cent. was under or awaiting 


only) for double journey. 


repair. The total number of passenger coaches was 40,000. 
which was sume 6,000 less. than in 1939. Special efforts were 
being made to get new passenger coaches by June 1. The con- 
dition of the permanent way was “not 100 per cent.,” and 
for this reason speed restrictions were in operation on 
many sections. Supplies of sleepers and rails, however, 
were now becoming available, and the programme for per- 
manent way renewals during the current year provided for 
dealing with over 600 miles. The railways were still very 
short of skilled men, and in the operating grades alone re- 
quired about 15,000 more men. 

He was convinced, however, from his visits among railway- 
men that there had been an improvement in morale, and that 
railwaymen were determined to make nationalised railways a 
success. It was not intended to increase railway charges, but 
rather to make a vigorous drive for business. We hope that by 
this policy revenue will be increased and thereby a deficit 
avoided at the end of the year. 

General Sir William Slim referred to the heavy increases 
which had taken place in prices of materials and stores, and 
said whereas in 1939 coal had cost 17s. 4d. a ton, at the present 
time it was 42s. 6d. a ton. The railways had a £35 million a 
year coal bill, and an increase of 2s. 6d. a ton added £2 million 
to it. Recently there had been an advance in wage rates, 
which had added £134 million a year to the labour bill. 

[here had been a good deal of interest taken in the colour 
to be adopted by locomotives and rolling stock. In May about 
eight ‘trains painted in various colours would be sent round 
the country and the public invited would make comments. 
Regional colours for rolling stock were not practicable, be- 
of the intention to make the greates: use of inter- 
under nationalisation. 


cause 
availability 
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British Railways’ totem 


At the conference details were also given of the provisional 
colourings of locomotives and rolling stock, and the British 
Railways totem, which has been designed by Mr. A. J. White, 
Advertising Officer, Railway Executive, was on view. Fast 
main-line locomotives will be painted in one or two shades of 
biue. Ordinary passenger locomotives in green, and goods 
engines in black. Passenger stock on steam trains will be 
cream and chocolate, and electric trains, both locomotives and 
stock, wilh be green. We still think it a pity that the oppor- 
tunity has been missed of using Post Office red for passenger 
locomotives, as this colour is most closely associated with 
State ownership. Or are the sponsors of nationalisation 
already ashamed of what they have done? 

The background colours of the totem will vary with the 
regions when used for public display purposes, such as station 
nameboards and so forth. For the Scottish Region blue and 
white. taken from the St. Andrews Cross, will be used. The 
background colours of the others will be: Western Region. 
brown; Eastern Region, dark blue; London Midland Region, 
red; North Eastern Region, tangerine; Southern Region, green. 

It seems clear that the policy to be adopted by the Railway 
Executive is ‘to make a vigorous drive to attract passenger 
traffic. Whether im view of the shortages of motive power 
and rolling stock and labour, coupled with the steep advances 
in cost, it will be possible to make the railways pay, remains 
to be seen. The Government, of course, can help a good deal 
to stimulate passenger travel by maintaining its ban on basic 
petrol. If the exhortations still being made to spread holiday 
travel are more effective than experience indicates they are 
likely to be. the railways would reap a good deal of advantage. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Livery of British Railways 


“ Coll-Earn,” Auchterarder. 
January 9 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sik.—I hope you will not be taken seriously when, speak- 
ing from the editorial throne, you seem to look forward to 
black locomotives. Life and so-called “ progress” is drab 
enough without large lumps of funereal hue running around 
the country or thrust on our eyes en masse in stations. 

1 think if you took a poll of all those who have an eye 
for form and colour in locomotives, you would find their 
hopes turn to the Caledonian blue in its last shade. Not the 
old nor the G.E.R.—they were too dark and dull and “ navy ” 
like. Green is cold-looking and shows dirt. 

Yours hopefully, 
NORMAN DORAN MACDONALD 


64, Martyrs’ Field Road, 
Canterbury. January 31 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—I note with interest the remarks in your issue of 
January 30, regarding the painting of the words “ British Rail- 
ways ” on locomotive tenders. | can see no pvint in doing 
this. 

In the days of separaie companies, it was necessary to give 
some indication of ownership on locomotives and rolling stock, 
but now that there is only one concern owning all the loco 
motives (with a few minor exceptions) on the railways, this 
necessity does not arise. Since it would appear that the loco- 
motive stock of British Railways is to be considered as a 
whole, irrespective of the “region” to which it is allocated. 
the need for differentiation of stock does not arise. 

I suggest that the putting of any lettering other than the 
running number on locomotives is a waste of time and money. 
If there is need to distinguish British Railways locomotives 
from those few belonging to the still independent concerns, 
then responsibility for that should rest with the smaller con- 
cerns, who in any case probably will be glad to be able to 
proclaim their independence. 

The cost of lettering each of the 20,000-odd locomotives 
is bound to be a high one, and one which must be borne 
eventually by the poor o!d taxpayer. It is quite unnecessary. 
Plastering the words “ British Railways” over locomotives 
which cannot possibly belong to any other concern is, in my 
opinion, what we called in the Army a “line of Bull!! ” (or 
words to that effect). 

In any case, who will see what livery is used after the 
engine has been in service for three or four weeks, and has 
reverted to its usual mud-and-grease colour? 

Yours faithfully, 
ARTHUR G. WELLS 


Zonal C. & D. Services 


Ipswich, February 7 
1O THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—Had “ Ex-L.N.E.R.” (in your January 30 issue) reflected 
more deeply, he doubtless would have recalled from N.E. Area 
history a record of railhead development and progress which 
has tended to move largely in the direction which your contri- 
butor attempted to indicate in the article of January 9. For 
example, before the end of 1934 the North Eastern had rail- 
headed practically the whole of its territory, but whereas at 
that time railhead areas embraced an average of six stations, 
today the areas in the zonal scheme have been enlarged enor- 
mously, one railhead alone, Stockton, covering 116 stations. 
There is good reason to suppose that in due course all the 
116 stations will be road-served, either directly or via the 
9 sub-railheads functioning as cartage depots, thus providing a 
traffic concentration on the railhead of such size as to justify 
a considerable measure of direct rail loading. 

As regards trunk motoring, if “* Ex-L.N.E.R.” will read again 
the original article, he will observe that the advocacy therein 
is for trunking from railhead to cartage depot and not from 
zonal centre to railhead, the general plan visualising the elimina- 
tion of all sub-railheads as rail-served points and the enlarge- 
ment of railhead areas, of which many are so pathetically small, 
and traffic concentrations so negligible as to permit of little, if 
any, increase in direct loading possibilities. 

Experience has shown that as between large and small rail- 
heads there can be the difference of the saving of a complete 
train or a few odd wagons daily, while conversely any additional 
handling from trunk vehicles at sub-railheads is usually more 
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than offset by the saving of at least one handling at tranship 
stations generally to be achieved by restricting rail loading to 
main railheads only. 

The retention of sub-railheads multiplies the rail-loading 
points sevenfold or more, and not even the larger sending 
stations could stand more than a_ fraction of the wagons 
required for direct rail tramsit. Consequently intermediate 
transhipments (generally two or three) would be involved in the 
case of a large portion of traffic. A minimum of 24 hr. delay 
is involved in every rail transhipment, whereas the transfer 
of traffic from trunk motor to delivery vehicle at cartage depots 
could be achieved in a tenth of the time. 

On the score of direct discharging of sundries at terminal 
depots, every credit must be paid to the exhaustive researches 
which resulted in the creation of Lawley Street, but it is now 
generally realised that while the set-up of that depot was of 
immense value from a pioneering point of view, it would not 
be reproduced in similar form elsewhere. 

“Road is ancillary to rail,’ declares “ Ex-L.N.E.R.” in a 
sentence which expresses an instinctive dislike of any diversion 
to road, perhaps natural to a keen railwayman. This attitude 
clearly indicates the imperative need for delegating the task 
of road;rail co-ordination to those of our experts who are 
“ transport minded,” and not restricted in outlook by a marked 
predilection for rail or road, but can be relied on to utilise 
both arms in the sphere for which each is best fitted. 

Road and rail should be entirely complementary, and can be 
so if our transport system as a whole is planned as it would 
have been had the internal combustion engine been invented at 
the same time as the steam locomotive. 

Yours truly, 
YOUR CORRESPONDENT 


Simplification of Railway Services 


The Railway Club, 
57, Fetter Lane, E.C.4. January 13 
To THE EpIToR OF THE RAILWAY GAZETTE 

Sik,—The inauguration of British Railways should, and no 
doubt will, lead to a careful consideration both of possible 
simplifications in, and of amplifications of, railway services. 
May I therefore put forward a few suggestions, albeit with the 
knowledge that actual working conditions may veto schemes 
devised by a theorist with an R.C.H. map in one hand and 
Junction Diagrams in the other. 

(1) Norfolk 

(a) Eliminate Cromer (L.N.E.R.) Station, which is incon- 
veniently situated at the top of a hill more than a mile from 
the town, and work all passenger trains into Cromer Beach 
via existing junctions. 

(b) Make a junction from the M. & G.N. Joint line on to 
the L.N.E.R. Swaffham-Kings Lynn Branch, so that trains 
from Melton Constable direction could go into Kings Lynn 
direct and then out again towards Sutton Bridge. This would 
permit the elimination of South Lynn Station and the shuttle 
service between that station and Kings Lynn. As the gradient 
profile shows a hump on the M. & G.N. to carry it over the 
said L.N.E.R. branch, no difficulty presumably would arise 
frem difference in level. 

(2), Devon and Cornwall 

(a) Eliminate Barnstaple (G.W.) Station and run all passen- 
ger trains from the east to Barnstaple Town, and treat the 
\lfracombe line as if it were primarily a branch of the Great 
Western and not of the Southern Railway. By making the 
G.W. the standard express route from London to Ilfracombe, 
the distance would be reduced by 22 miles, with a substantial 
improvement in the time schedule. 

(b) Now that competition has ceased, there is no longer 
any need for three tracks between Lydford and Plymouth. 
By diverting Southern mail-line Plymouth traffic to the shorter 
South Devon route, a single track should suffice to carry the 
Southern traffic, either to Devonport—as was the case up to 
June, 1890—or to Millbay, as well as the Launceston branch 
traffic. A single line “snakey” branch could be preserved 
from near Mary Tavey to Callington, and the rest of the 
southern line io Devonport scrapped; incidentally, there would 
be quite a lot of useful steel in the Tavy Viaduct. 

Friary Station could be closed to passengers (the Turnchapel 
branch traffic being diverted to North Road) and—if Millbay 
were adopted as the Southern line terminus—Devonport (S.R.) 
also. Further, by the installation of a suitable junction by 
Lydford, the Southern Railway route to Padstow could be 
shortened by 44 miles and the continued maintenance of some 
13 miles of track between Halwill and Launceston obviated. 
(3) A Real East & West Junction Route 

The south bend from Bedford to Bletchley makes the 
L.M.S.R. Cambridge line comparatively ineffective as a junction 
betwixt east and west. I would suggest that Bedford (St. 
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Johns)—picturesque, mid-Victorian relic though it be—should 
be scrapped. Let the line from Bletchley be treated as a 
separate branch terminating in the Hitchin line bay at the 
Midland Road Station, and run a r2al East & West Junction 
service from Cambridge via Bedford (Midland Road) to Olney. 
At Olney let the trains be divided and one portion go on to 
Rugby via Northampton (Castle), and the other portion to 
Worcester via Towcester, Stratford-on-Avon, and, by the war- 
time south junction at Broom, to Evesham (L.M.S.R.), whence 
there would be a switch by the existing junction on to the 
G.W.R. line to Worcester. 

In 1885 powers were granted for a 17}-mile Worcester & 
Broom Railway, but abandoned in 1894 by 57-8. This pro- 
posal would achieve the same result—though of course with 
about 3 extra miles. Direct communications would be pro- 
vided thereby from Cambridge—a focal point in the Eastern 
Counties—on the one hand to Rugby, the gateway to Birming- 
ham. Lancashire, and North Wales; and on the other to 
Worcester, an important railway centre in the West. 

Semi-fast trains, stopping only at Sandy, Bedford, Olney, 
and Northampton on the one route and Towcester, Stratford, 
and Evesham on the other could be run in (say) 24 hr. for the 
73 miles from Cainbridge to Rugby, and 34 hr. for the 118 
miles from Cambridge to Worcester. 

As an alternative the service might be run to Gloucester 
instead of Worcester. If an interchange of traffic with the 
L.N.E.R. were thought of sufficient importance, the abandoned 
south-east junction spur line could be restored so that trains 
could be worked in and out of Woodford & Hinton. 

Thinking of the old East & West Junction Railway inci- 
dentally reminds one that the distance from Paddington to 
Stratford-on-Avon (G.W.R. Station) could be reduced by 10 
miles by switching off at Fenny Compton on to the S.M.J. 

Yours faithfully, 
KENNETH BROWN 


Spring-Steel Rail Spikes 


The P. & M. Co. (England) Ltd., 
1a, Grosvenor Gardens, 
London, S.W.1. 
February 16 
To THE Epiror OF THE RAILWAY GAZETTE 

Sik,—-May I draw attention to an article “ By a Correspon- 
dent * appearing in your issue of February 13, entitled * Spring- 
Steel Rail Spikes,” and referring to a track spike for flat bottom 
rail designated the Macbeth spike? 

Very wide claims are made therein for the value and efficiency 
of this spike, and particularly that the arrival of the spike has 
rendered obsolete other present-day standard forms of flat 
bottom rail fastening. The statement is made that the spike 
has been put to exhaustive trials on British Railways, and that 
under these trials it has proved completely effective, and has 
amply justified the claims of its designers. 


Publications Received 


Multiple Unit Trains, Railmotors & to include some 
Tramcars, 1829-1947. By R. W. Kidner. though only when 
South Godstone, Surrey: The Oakwood undergone any 

Press, “ Tanglewood.” 74 in. x 5 in. alteration. The 
44 pp. and 12 plates. Paper covers. Price ‘ 
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1 do not know what the views of British Railways are on 
trials with the spike, but from my long experience with track 
fastenings and appliances I should have thought that a much 
longer period period of time would be required than the com- 
paratively short while that the Macbeth spike has been in use 
before anything definite could be said concerning it. 

It seems that the fairest thing that can be said to date is 
that the spike is interesting; that, like other things of its sort, 
it has its advantages and disadvantages; and that time alone 
will show which of these outweigh the other in value. 

The Railway Gazette does consistently valuable work in 
bringing to notice new machines, and appliances of various 
sorts, and in recording technical data concerning these. I 
suggest, however, that this article goes beyond what is cus- 
tomary, in that it makes great claims in support of which little 
or no concrete evidence is given, and goes out of its way in 
suggesting the obsolescence of other forms of rail fastening 
that have proved their value over a period of many years. 

Yours faithfully, 
A. C. MEYRICK, 
Managing Director 


Preservation of Railway Relics 


* Thurstaston,” 22, Heatherfield Road, 
Marsh, Huddersfield. 
February 3 
To THE EpDItoR OF THE RAILWAY GAZETTE 

Sir.—-The fundamental changes anticipated for British Rail- 
ways in the forseeable future will focus renewed attention on 
the cultural importance of railway museums and the preserva- 
tion of redundant locomotives of historical value. May I, 
therefore, make two recommendations for consideration by all 
who care for these things. 

1.—That steps be taken to preserve a typical British narrow 
gauge steam locomotive such as one of the (presumably) dere- 
lict testing engines. 

2.—That when shipping space becomes easier a_ typical 
English engine of, say, 1900 be exchanged for an obsolete 
U.S.A. locomotive, say a typical early 4-4-0 tender engine, for 
inclusion in a British railway museum. This would give students 
on both sides opportunity to study a completely different 
tradition of steam locomotive design and construction. 

I express a hope that the new influences present in our rail 
way administration will not prevent the continuation of railway 
cultural and historical activity so admirably practised by—to 
name one company—the late L.N.E.R. To many of us the 
steam locomotive in its established and familiar form is indeed 
the “Queen of Machines,” qualifying for a place beside 
the stage coach and the sailing ship as one of mankind’s 
creations with virtues not only economic and technical, but 
also esthetic. 

I am. Sir, 
Yours faithfully. 
WILLIAM B..STOCKS 
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subject of growing importance. 


Elekirische Schaltanlagen und Verteil- 
netze (Electrical Switchgear and Distribu- 


to the efficient functioning of an electric 
There is a chapter on 
the economic factors involved and the 
working out of rates for power and another 
deals with short-circuit currents and their 
handling, earthing, and the numerous 
requirements 


book is very interestingly written and is a 
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Monmouth to Coleford by Rail. By 





cable traction, atmospheric traction, rail- 
cars, tramears, multiple-unit electric trains, 
and auto-trains and railmotors. The 
author has confined his attention to Great 
Britain and Ireland. 


Locomotives of the L.N.E.R.: A Pic- 
torial Record. By E. R. Wethersett and 
L. L. Asher, Cambridge: W. Heffer & 
Sons Ltd. 83 in. x 54 in. 122 pp. Price 
7s. 6d.—The absorption into British Rail- 
ways of the locomotive stocks of the four 
main-line railways, makes all the more 
valuable a book of this type, in which an 
attempt has been made to present an illus- 
tration of every class of locomotive in ser- 


tion Systems). By W. Howald. Zurich: 
Orell Fiissli Verlag. 94 in. x 64 in. 128 
pp. Illustrated. Price Fr. 13°50.—To the 
accompaniment of a number of excellent 
reproductions of photographs and dia- 
grams, the author has contrived to set out 
clearly the principles on which modern 
high tension distribution systems are based, 
together with the arrangements adopted 
for distributing power further at lower 
voltages in industrial, residential and other 
districts, and at the same time explaining 
sufficiently the forms of construction 
adopted for switchgear, transforming and 
distributing equipment, protective appa- 
ratus and for the other details necessary 


Thomas B. Peacock. Published by the 
author at 30, High Street, Halstead, Essex. 
3} in. x 5} in. 16 pp. and folding map. 
Illustrated. Paper covers. Price 2s. 6d.— 
This is a comparatively detailed study of 
the various railways between Monmouth 
and Coleford, beginning with the original 
Monmouth Railway of 1810. The later 
Coleford Railway has also been derelict 
since 1916, but continued to contribute 
revenue to the G.W.R. from such unusual 
sources as sheep grazing and wayleaves. 
An appendix reproduces a description .of 
the Monmouth to Coleford branch 
written at the time of opening the line in 
1883. 
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The Scrap Heap 


A RECORD SEASON? 

Having held a railway season ticket be- 
tween Cardiff and Caerphilly for 71 years, 
Mr. C. Stuart Goodfellow, a Caerphilly 
solicitor and former magistrates’ clerk. 
probably can claim the long-period record 
for regular travel between the same two 
stations. He took out his first ‘“ season’ 
at the age of 12; although still active at 
83, he is gradually relinquishing his busi- 
ness connections, and has now told the 
Western Region with regret that he does 
not wish to renew his ticket. 

* ~ * 


100 YEARS AGO 
From THe RatLway Times, Feb. 19, 1848 





THE meeting of the shareholders of the London 
and Brighton Railway, which commenced with 
so much undignified tumult on Saturday, was 
resumed on Monday with greater decorum, 
and a business-like propriety suitable to the 
exigencies of the occasion. We have rarely 
seen an aggressive movement so promptly and 
unreservedly met by acquiescence on the part 
of those whose conduct is the subject of attack 
as the present motion for a Committee of In- 
quiry on behalf of the proprietary in the line. 
Indeed, the manly frankness and gentlemanly 
spirit of the Board went, visibly, very far to 
allay the feeling of hostility with which many 
of the shareholders had come prepared. The 
Committee has undertaken no light labour: 
with the result of which we hope to have to 
congratulate all parties, and above all, railway 
proprietors at large. The movement, in this 
case, and the spirit in which it has been 
responded to by the Board of Directors, will 
become valuable models for other companies, . 
of which they will no doubt soon avail them- 
selves. The demand for a more active share 
in the supervision of the interests of share- 
holders is now assented to: the assertion of the 
right has been successfully made, and we are 
happy to add, courteously admitted. To the 
issue of the inquiry we shall look with deep 
interest. It was not to be expected that 
some of the imputations made at the meet- 
ing would be very calmly submitted to; 
involving, as they did, stains upon the 
characters of the assailed, which must have 
utterly disqualified them for a prominent posi- 
tion in the affairs of the Company. We allude 
of course to the accusation, advanced by Mr. 
CouEN, respecting the speculations in the 
probable dividends of the Company, to be de- 
clared at their meeting. We cannot think that 
Mr. CoueEn was well-advised in bringing for- 
ward so grave a charge in such general terms. 
The hon. CHAIRMAN very properly reminded 
Mr. ConeEn that such an accusation as he had 
adduced should be accompanied by the name 
of his informant. It is not to be expected 
that there will every where be found so much 
courage, decision, and promptitude, as dictated 
the answer to the charge on the present occa- 
sion. 
* * * 
BRITISH ARGENTINE RAILWAYS BARTERED 
FOR MEAT 


To translate the tables and figures of the 
White Paper into more homely terms, 
Britain has been living like an improvident 
family which, failing to make both ends 
meet, first spends the accumulated capital 
of the past, then borrows from friends— 
from American friends, from Canadian 
friends, from South African friends—and 
when their loans are exhausted, begins to 
pawn the furniture. How else can one de- 
scribe the latest deal with Argentina in 
which the whole capital asset represented 
by the British-owned railways is bartered 
away for eighteen months’ supply of meat? 
—From “ The Economist.” 
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Lady Addle and the Railways 


BENGERS, HERTS, 1948 


To the Minister of Transport, Berkeley 
Square, W.1 


My Dear, DEAR MR. BARNES,—I write 
this letter with a full heart and loving 
thoughts to one who is now a colleague of 
mine, and | know that any criticisms that 
I have to offer will be taken in the same 
spirit, 

First let me say that, unlike many of 
my friends, I welcome the thought that 
the railways now belong to me, as I am 
told they do. It recalls the good old 
spacious days of yore when ownership 
was on a grand scale. My maternal 
ancestor, the Ist Duke of Droitwich, 
owned two splendid mountains in Jamaica, 
four zoos in India and well over three 
thousand slaves in South Georgia (though 
they were never actually counted). The 
fifth Earl Coot owned most of the west 
coast of England, including the fishing 
rights of the Bristol Channel. And even 
as recently as my dear father’s day a 
whole street in Paris belonged to him, 
1 believe, though he would never tell us 
where it was or anything about it. 

So you see, dear Mr. Barnes, how proud 
1 am of my new rights, though I think it 
is a pity that I have to share them with so 
many third class passengers. But noblesse 
oblige, even in nationalisation. 

I thought you would be interested to 
hear my impressions on the first day of 
my new trust, together with one or two 
suggestions for improvements. I very 
seldom go to London nowadays, but I felt 
it my duty to make a special journey— 
dear papa often had to go to Paris to visit 
his property, | know—in order to give you 
an owner’s advice. 

First, then, when 1 arrived at Great 
Bengers station, I shook hands with the 
stationmaster and all the porters, some- 
what to their surprise and I think delight, 
and then asked to see the porters’ sitting- 
room. There was some little demur over 
this, and indeed 1 am not surprised, for 
when I saw the room I was horrified. 
Quite bare, containing only hard wooden 
seats, with no cushions, no curtains or 
pictures and nothing cosy about it except 
a good coal fire which was very pleasant 
to see and to sit by, as I did until my 
train arrived. I feel sure you have many 
things to attend to, so I am arranging to 
send down some old framed groups of 
Bengers’ house-parties, which are of great 
local interest, and 1 think I can make a 
few most attractive cushions by bleaching 
some old blackout curtains and embroider- 
ing engines in raffia on them, which will 
be both cheerful and original. I have 
always made a point of brightness in all 
staff rooms, and the Bengers’ servants’ hall 
and housekeeper’s room are second to 
none. 

At last, after a wait of nearly twenty 
minutes, the train came in. And, dear Mr. 
Barnes, I must ask you never to let this 
happen again, Punctuality is said to be 
the politeness of kings. Perhaps it is 
because of my long association with many 
royal families that I feel so strongly 
about this, and really insist, please, that 
no train in this our beloved England shall 
be late in future. I think one must allow 
a little latitude with the Welsh, as they 
are, of course, artistic. 

When I arrived at the terminus I had 
a most interesting time seeing round all 
the oflices, including the buffet kitchen, 
where I spent some time showing an assist- 
ant my own special recipe for making 
pancakes out of stale rock cakes moistened 
with lemon squash. She confided to me 


fuel problem, young man, but 
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at the end how much she regretted the days 
before nationalisation took place. 

I saw many little things that might 
well be improved—small shabbinesses and 
lack of charm. A coat of gay paint here, 
a rub up with brass polish there would 
work wonders, and, dear Mr. Barnes, | 
have an idea which may provide the 
solution to this problem, I hear constantly 
now of some people called drones and 
butterflies who are, I gather, not in any 
reguiar employment. Would it not be a 
kindness to them, and also assist us, to 
offer them the job of brightening up our 
railways? If you want someone to direct 
this good work I am sure just the right 
person would be my dear sister Mipsie. 
She is in rather low financial water just 
now and would be grateful for employ- 
ment, I know. She is so clever, and will 
devote herself to any task, however lowly, 
for a small four-figure salary. Perhaps 
you will think it over and let me know. 

Your sincere co-owner, 
BLANCHE ADDLE OF EIGG. 
M. D 


—Reproduced by permission of the pro- 
prietors of ‘ Punch.” 
* * * 

City professional man, reaching Kings 
Cross in the early morning, tried imme- 
diately to reserve a seat on the 5.30 p.m. 
train North. 

Girl in charge assured him firmly, not 
merely that all seats had already been 
reserved; but, quite definitely, that there 
would be no cancellations. 

Later, he paid 3s. 6d. for a Is. reserva- 
tion, says that he has never previously had 
to deal in the “black market,” and inquires 
if this is because of, or in spite of, State 
ownership. — From “The Newcastle 
Journal.” 





* We'll grant you it’s an answer to the 
what 


happens if the spring breaks ?~ 
* * * 


Nor So BRIGH1 

British Railways have had to think again 
about their colour schemes. There was 
once a wish to have engines painted a 
pleasant, refreshing green. But I hear 
hard economical necessity has again put 
all such idea into the paint pot out 
which only the familiar black will be 
brushed. Light colours would necessitate 
too much manpower for cleaning. How- 
ever, gold or other lines will contribute to 
the brighter view. Once a colour has been 
chosen for carriages that work, too, will 
begin—and go on for years.—From “ The 
Liverpool Daily Post.” 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


RHODESIA 


Forty-Hour Week 

The National Industrial Council has 
accepted the principle of a 40-hr. week, 
to be adopted when conditions make it 
feasible. In the meantime endeavours will 
be made, without commitment as to the 
date or rate of progress, to work up to the 
ultimate ideal. At the same time, it was 
agreed that, with conditions as they are, 
there is an urgent need for increased out- 
put. The present 46-hr. week for certain 
categories of the railway staff has been 
confirmed. 


New Yards Planned 
Sir Arthur Griffin, General Manager of 
the Rhodesia Railways, has announced 
that, in order to relieve the congested 
railway areas in Bulawayo, Salisbury and 
other centres, new yards are being planned, 
to be situated outside the towns. 


Copper for Britain 

It has been agreed in London that as 
soon as Southern Rhodesia has raised 
chrome exports to a level sufficient to 
ensure retention of the chrome market, 
more wagons on the Rhodesia Railways 
will be made available for moving coal 
from Wankie to the Northern Rhodesia 
copper belt, to increase the output of 
copper. It has been stated officially that 
the United Kingdom is short of about 
56,000 tons of copper a year, all of which 
has to be obtained from dollar sources. 

During the six months ended September 
20 last, coal and coke traffic for the copper 
mines reflected a decrease of 84,214 tons 
compared with the same period in 1946. 
The value of copper output from Northern 
Rhodesia in 1946 amounted to £12,300,000, 
and it is hoped to increase the output in 
1948 to £22,000,000. 


SOUTH AFRICA 


New Engines from Great Britain 

The South African Railways received 14 
out of 16 locomotives exported from the 
United Kingdom in September last. The 
total value of these exports, according to 
British statements, was £376,567, of which 
the Union’s share was £339,961. The price 
per engine to the South African Railways 
therefore was £24,283. 


Road Transport Recommendations 

In its recently-issued report, the commis- 
sion of inquiry into road motor transport 
states that the need for maintaining motor 
carrier control has been established, but it 
is unable to recommend the socialisation 
On a nation-wide scale of transport in the 
Union. The commission draws the con- 
clusion that some measure of control over 
motor carrier transport must be main- 
tained in the public interest, and recom- 
mends the continuance of control by statu- 
tory boards. There should be further 
classification of different classes of motor 
carrier transport, and the local boards 
should be given power to attach special 
conditions to licences. 

It is found that the South African Rail- 
ways Administration does not control, nor 
does it attempt to control, transport 
boards in the discharge of their duties 
otherwise than in the capacity of a party 
to an application; but that some boards 
are inclined to regard it as their principal 


duty to protect the railways against com 


petition of almost any kind by motor 
vehicle transport. 
The commission does not recommend 


any change in the ownership and man 
agement of the S.A.R. road motor ser- 
vices, but thinks that these services should 
be a separate entity and be administered so 
as to be self-supporting financially. It 
considers also that the continuance of prac 
tices which result in indirect and general 
subsidisation of users of the S.A.R. motor 
services is to be deprecated. 


Supplementary Estimates 

Mr. S. F. Waterson, Minister of Trans- 
port, recently tabled in the House of As- 
sembly the estimates of additional expen 
diture to be defrayed from Railways & 
Harbours revenue funds during the finan- 
cial year ending March 31 next. These 
additional estimates bring the total expen- 
diture from revenue for the year 1947-48 
to £80,993,000. after provision for savings; 
and to £19,509,255 on capital and better 
ment works. 

Of the additional £4,695.619 from 
revenue funds, £1,447,794 is for miscel- 
laneous expenditure. Of the amount of 
£2.832,200 provided for capital and better 
ment works, £1,500,000 is to be spent on 
new works on open lines. This brings the 
total expenditure under this head for the 
year to £10,205,510. An additional 
£745.000 is to be spent on rolling stock. 


Passenger Services Improved 

The improvement in passenger train 
services begun in 1946 was carried a step 
forward in 1947. Running times of main 
line trains were reduced, and more trains 
were scheduled in spite of the continued 
shortage of rolling stock. The “Blue 
Train” between Johannesburg and Cape 
Town now runs twice a week during the 
summer, and the ordinary train will run 
daily instead of only four times a week. 
On the long runs from Cape Town to Bula- 
wayo (1,355 miles), and De Aar to Wind 
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hoek (1,134 miles), the service has been 
increased by one train a week, thus giving 
a weekly service of seven and three trains 
respectively. 

The daily fast rain between Johannes- 
burg and Durban has had its time reduced 
by 50 min., and this 468-mile run is now 
done in 16} hr. Two hours have been 
saved on the Johannesburg to Mossel Bay 
run, and many branch-line services have 
been rescheduled by reducing delays at 
junction stations. 


INDIA & PAKISTAN 


Railway Homage to Mahatma Gandhi 

As a mark of respect to the memory of 
Mahatma Gandhi, the Indian Ra-lway 
Board ordered the stovving of all trains 
for ten minutes from 3.50 to 4 p.m. on 
January 31, at the time of the cremation. 
On this day, all administrative offices of the 
Indian railways were closed. The punc 
tuality of trains in and out of Delhi re- 
ceived a serious setback because the oper- 
ating staff, like everybody else, was over- 
whelmed by the tragedy, and crowds of 
mourners had occunied railway tracks and 
bridges wherever these could be used as a 
position of vantage on the route of the 
funeral procession. 


Mr. K. C. Bakhle’s Broadcast 

The Chief Commissioner of Railways in 
India, Mr. K. C. Bakhle, in a country-wide 
broadcast, suggested reversion to the “* war- 
time restriction of travel only when you 
must, remembering that we have to accept 
austerity conditions for some time and that 
the facilities available in the country must 
be shared by everybody fairly.” 

During his talk, the Chief Commis- 
sioner observed that moral and material 
resources of Indian railways had been de 
pleted just when the reins of power had 
come into the hands of Indians. The rail- 
ways, therefore, had begun an all-out drive 
on the psychological front. There was 
now greater freedom of action. and old 
inhibitions were being shed rapidly. 

The Chief Commissioner, who was 
speaking as a railwayman to the public at 
large, concluded with the words: “ We rail- 


The Kanchrapara Collision, East Indian Railway 





The locomotive of the “‘ North Bengal Express” 
brake van of a goods train on December 8 (see our January 16 issue) 
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after colliding with the 
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waymen have faith in our social institu 
tions and we are determined to see that you 
shall not lose faith in the Indian railways. 
We refuse to be defeated by difficulties, 
and we promise to continue to do our best 
to improve service in every way; but we 
seek a little of your consideration and a 
great deal of your active co-operation, so 
that we may truly subscribe ourselves : 
“your most obedient servants ’.” 


Upper Class Refreshment Rooms 

The Central Advisory Council for Rail 
ways has recommended that separate re- 
freshment rooms, of European style, for 
first and second class passengers should be 
abolished, but different tariffs for the two 
classes of passengers should continue for 
the present. Railway stations in India also 
have Indian-style refreshment rooms, which 
are open already to passengers of all 
classes. 


Less Ticketless Travel in Pakistan 

A marked decrease has been achieved 
in ticketless travel in Pakistan, as a result 
of the appeal made by the Minister of 
Communications and the efforts of the 
rai}ways. The Minister, Sardar Abdur Rab 
Nishtar, has expressed his gratitude both 
to railway officials and to the public for 
this improvement. Pakistan had a_ bad 
beginning in ticketless travel, but the cam 
paign against this practice has produced 
remarkable response. Passengers helped 
considerably in reporting cases of travel 
lers w.thout tickets; and on some occasions, 
wihen the cause was obviously poverty, 
they bought tickets for them. 


CANADA 


Locomotives for India 

Canada has received a $13,500,000 con- 
tract from the Indian State Railways for 
150 locomotives and 20 boilers. The order 
is being split between the Montreal Loco- 
motive Company, Montreal, which will 
build 90 of the new engines, and the Cana- 
dian Locomotive Company, Kingston, 
Ontario. which will build the other 60. 
It is understood that the boiler order will 
be split between the two companies on 
the same basis. An early completion date 
is stated to have been taken into con- 
sideration in awarding the contract. 


UNITED STATES 


Unusual Railway Advertising 

An advertisement inserted in the Press 
by the Chesapeake & Ohio Railway takes 
the unusual form of a memorandum from 
the C. & O. to the New York Central 
appealing for collaboration in introducing 
a through train from coast to coast, instead 
of merely through sleeping cars. The C. 
& O. points out that although it is now the 
largest owner of the New York Central. 
its officers may not sit on the Board of 
Directors of that company, nor may it 
have any voice in N.Y.C. affairs until 
approval is given by the Interstate Com- 
merce Commission. 

The advertisement states that the through 
sleeping car services at present in opera 
tion involve lengthy waits in Chicago until 
the departure times of the trains to which 
these vehicles are attached, amounting to 
from three to six hours, during which time 
the traveller can “either kill time in the 
city or waste it staring at freight cars in a 
switching yard.” 

The C. & O. declares that if the N.Y.C. 
would initiate a through train, it would 
gain a great competitive advantage over 
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other railways serving the coast-to-coast 
tnaveller. Already, it points out, the 
through coaches represent the most profit- 
able sleeping car business in the country. 
and average more than $50,000 a year from 
sleeping car tickets alone. There is, there- 
fore, clearly sufficient demand to justify a 
trans-continental train. 


DENMARK 


Acquisition of Suburban Railway 

A Bill has been presented in the Rigsdag 
for the acquisition by the State Railways 
as from April 1 of the private railway 
from Copenhagen to Slangerup. This 
railway, 21 miles in length, carries a con- 
siderable suburban passenger and summer 
excursion traffic, although goods traffic is 
of less importance. The line was opened 
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A/S (N.E.S.A.) will rent the line, elec 
trify it, and, in co-operation with the city 
tramways, operate it as a fast tramway 
into the centre of Copenhagen. The terms 
of the Bill provide also the necessary 
powers for appropriating land to lay 3 
second track on part of the line, and to 
widen stations and other premises so that 
the line may become in due course purt of 
the Copenhagen suburban and under- 
ground railway network. It is the /nten- 
tion to lay heavier rails, 


ITALY 


Work on Rome Underground Resumed 
There has been a resumption of work 
on an underground railway to connect the 
Central Station in Rome with Ostia. where 
a world exhibition was to have been held 


Building an Underground Railway in Rome 


A section of the tunnel which passes in close proximity to the remains of 
ancient Roman buildings 


in 1906, and considerable interests in it 
are held by the local communities. It is 
worked partly by steam and partly by 
diesel locomotives. The price for the 
railway is fixed at the average value of 
the shares in the last three years, this 
applying only to the shares owned by 
private persons, since the local communi- 
ties will receive no payment for their 
shares, which have given no dividend for 
many years. 

The State Railways will work the line 
themselves at first. Later, it is possible 
that the Nordsjellands Elektricitets Selskab 


in 1942. More than 1,000 workers are em 
ployed. Many buildings and palaces on 
the route have had to be shored up at con- 
siderable expense. Excavations revealed 
remains which will excite great interest 
among students of Ancient Rome, Walls 
dating back to the Republic and to the 
time of Servius Tullius have been dis- 
covered at depths of up to 45 ft. Some 
remarkable frescoes also have been found, 
and a part of the Cloaca Maxima, the 
drain built to carry off water from the 
marsh where the Forum Romanum was 
situated, has been disclosed. 
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London Midland Region Locomotive Developments 


A new intermediate freight engine of exceptionally modern 
design produced for almost universal use over ex-L.M.S.R. 


routes, and modifications to Class 


HORkWICH Works of the London Mid- 
land Region of the Railway Executive 
is producing a total of 20 light 2-6-0 
steam locomotives (Nos. M3000-3109), 
which are designed to take the place of 
older freight power now being scrapped, 
and be the equal of the 0-6-0 locomotives 
of Class “4F” in haulage capacity, and 
yet be improvements on those engines as 
to riding qualities and detail design. 

In particular, outside cylinders have been 
adopted, because long experience with the 
0-6-0 engines has shown that more trouble 
is to be expected from hot boxes when 
inside cylinders are used; and a leading 
pony truck has been incorporated to give 
smoother riding. 

Prepared by Mr. H. G. Ivatt, Chief 
Mechanical Engineer of the London Mid- 
land Region, the design embodies piston 
valves, Walschaerts valve motion, plain- 
bearing axleboxes, a double exhaust, and 
several features intended to improve access- 
ibility and lessen the time needed to get 
at components needing regular inspection 
and attention. Leading dimensions other 
than those shown in the accompanying 
diagram are:— 

Boiler : barrel dia. 5 ft. 3 in. tapering to 
4 ft. 94 in., length between tubeplates 
10 fe. 104 in., 24 flues 5§ in. o.d. by 
7 s.w.g., 160 tubes I% in. o.d. by 
I2s.w.g. 
Heating surface : 


Tubes and flues 


1,090 sq. fr. 
Firebox ... 


131 sq. fe. 
1,221 sq. fe. 


231 sq. fe. 
23 sq. ft. 


Total ... 


Superheating surface 
Grate area ; 
Weight: In working order. ; 
Locomotive we . 
Tender ; 
Engine and tender. 
Light : 
Locomotive 
Tender 
— effort at 75. per cent. boiler pres- 


59-1 tons 
40-3 tons 
99-4 tons 


55°25 tons 
20-55 tons 


re 21,400 Ib. 
henner of adhesion §°2 

The flanged plates for the Belpaire fire- 
box have been made from the same blocks 
as are used for the standard 2-6-4 tank 
engine boiler; the firebox and barrel plates 
are slightly shorter. A _ particularly tidy 
arrangement of the boiler backplate and 
fittings has been achieved by placing the 
turret for supplying steam to the various 
auxiliaries on the boiler top outside the 
cab. This enables the various pipes to be 
carried outside, and permits of a dust- 
tight connection between the footplate and 
the boiler. 

A vertical grid-type regulator is fitted, 
and hag the unusual feature of an operat- 
ing rod outside the boiler, and connected 
to the regulator by a cross rod passing 
through a gland in the barrel plate. The 
regulator handles are duplicated, and work 
in a fore and aft direction; both are 
attached to a shaft running across the 
firebox backplate. An inclined indicator 
plate is provided on the reversing gear to 
enable the driver to read the cut-off com- 
fortably from his sitting position on the 
left-hand side; the brake handle is also 
duplicated on the fireman’s side, so that 
the engine can be controlled equally well 
from either side. Two Davies & Metcalfe 
vertical live-steam injectors with Monitor- 
type cones are fitted under the cab on the 
fireman’s side, and their controls are both 
on the fireman’s side, so that there is 
reduced tendency to use only one of these 


* 5° locomotives 

and not the two more or less equally. 
Water from them goes to the boiler 
through top-feed clack boxes and trays. 

A cab backplate and roof is mounted on 
the tender to give complete protection to 
the crew from the weather; the fire-irons 
are carried in a tunnel fixed to the plat- 
form in front of the cab on the fireman’s 
side. A rocking grate and self-emptying 
ashpan are further features designed to 
improve the standard of actual operation 
and reduce the time that has to be spent in 
servicing. The platform alongside the 
boiler is carried on brackets attached to 
the boiler itself, and at a height which 
enables the fitting staff to deal easily with 
cocks and joints of pipes on the boiler top. 
The sandboxes have been collected together 
into one central box mounted across the 
main frames, and from it on each side are 
three leads to give efficient front and back 
sanding by steam. 

The cylinders are steel castings made in 
the steel foundry in Crewe locomotive 
works. Despite their diameter of only 
174 in., they have piston valves as large as 
10 in. dia., with the specific object of 
gaining a free-running engine. The 
Walschaerts valve-gear gives a maximum 


Cab of the new 2-6-0, London Midland Region. 
handles are on each side and connected by cross rods. 
both injectors are on the fireman’s side and the injectors can be seen 


below footplate level on the right-hand side 
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cut-off of 75 per cent. and a lap of 
14 in. The screw reversing arrangement 
embodies balance by a helical spring. A 
double blast pipe and chimney are fitted, 
and these are ot a novel type in which the 
twin jets. instead of being vertical and 
parallel, are divergent, so as to give a 
freer passage to the exhaust steam. The 
smokebox is also provided with the stan- 
dard self-cleaning arrangement. 

The leading Bissel truck is similar to 
that used on the Class “2” freight and 
tank locomotives recently built. The 
chassis design includes the usual L.M.R. 
manganese stee! liners on the coupled 
wheel axleboxes and guides; and the boxes 
are themselves lubricated by means of an 
underkeep pad fed by a mechanical lubri- 
cator driven off the trunnion pin of the 
valve-gear expansion link. New horn stays 
of exceptionally strong type have been in- 
corporated, along with the pin-joint trans- 
verse stays adopted in recent years for 
Crew, Derby, and Horwich products. 
Another feature of L.M.S.R. practice of 
recent years to be retained is the twin 
brake block on each coupled wheel. 

The tender is slightly larger but other- 
wise very similar to that fitted to the 2-6-0 
freight locomotives of Class “2,” and has 
plain bearings throughout. Standard water 
pick-up apparatus is fitted. 


Modified Class “5” Locomotives 


To keep the well-known London Mid- 
land Region mixed-traffic 4-6-0 locomotives 


Regulator and brake 
Controls for 
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London Midland Region Locomotive Developments 
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One of the new Class ** 5” mixed-traffic engines with piston valves, Walschaerts gear, and single exhaust 
blast. Timken roller-bearing boxes to all engine and tender axles 





This Class “5” locomotive has been equipped with outside Stephenson link motion, piston valves, 
double exhaust, and Timken roller-bearings in all axleboxes 
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of Class “5” fully abreast of all modern 
improvements, Mr, H. G. Ivatt, the Chief 
Mechanical Engineer, decided to  incor- 

yrate in new batches certain features 
tending to produce an increase in avail- 
ability and periods between  shoppings. 
and jo lessen the routine work of main 
tenance, servicing and inspection. To that 
end. Caprotti valve gear and Timken roller 
bearings were chosen as two major fitments 
likely to produce comparatively substantial 
benefits; and to make a proper trial of 
them, 30 new Class “5” locomotives have 
been fitted as follows :— 


Nos. Valve gear Bearings 
4738-47 Caprotti ... .. Plain 
4748-57 Caprotti Timken roller 
4758-66 .. Walschaerts .. Timken roller 
4767 7 ... Outside Stephenson Timken roller 


Though in general aspect the 30 new 
locomotives, all of which are being built 
at Crewe Works, are the same as the 732 
existing locomotives of Class “ 5,” standard 
practice was not allowed to interfere with 
the valve-gear design, and to give the best 
possible arrangement of this, the relative 
parts of the locomotive were all redesigned 
to suit the Caprotti valve gear. One 
further important difference from the earlier 
locomotives was necessitated: that is, to 
get in the Timken cannon type of roller 
bearing axleboxes for the coupled axles, 
the trailing pair of wheels was moved back 
4 in. and the boiler centre line pitched 
2 in. higher. Compared with earlier Class 
“5” engines, these modifications have 
resulted in an increase in weight of two to 
three tons; the working order weights of 
the present batches are given in accom- 
panying diagrams. 

The final locomotive in the above list, 
No. 4767, differs from all the others in 
being fitted with an experimental set of 
outside Stephenson motion set to give a 
maximum travel of about 6 in., that is, 
the same as the piston valve travel in the 
Walschaerts gear engines. It has been 
claimed that the last main-line locomotive 
in England to be given outside Stephenson 
motion was one of Wm. Dean’s single 
drivers on the G.W.R. in 1884; but this 
engine had eccentrics, whereas in No. 
4767 two flycranks are used, and the 
arrangement thus is reminiscent of certain 
old Crampton locomotives. 


Special Cost Records 

Special cost records are to be kept of 
these 30 locomotives to assess the relative 
financial benefits that accrue from the 
various arrangements, and a number of 
standard engines being built under the same 
programme also are to be costed, so that 
comparative records can be obtained with 
the minimum of cutside variables. 

Apart from the valve gear and boxes, 
and a few minor variations yet to be men- 
tioned, the 30 new Class “5 “engines em- 
body all the usual practices evolved by the 
L.M.S.R., such as manganese-steel faces 
between boxes and horns, rocking grate, 
self-emptying ashpan, self-cleaning smoke- 
box, and continuous blowdown. In all 
cases the boiler is the same, with a barrel 
tapering from 5 ft. 84 in. to 4 ft, 11/6 in. 
dia., containing 28 flues of 5} in. o.d. and 
151 tubes of 17 in. dia., 13 ft. 2% in. long, 
and giving together a heating surface of 
1,479 sq. ft. The Belpaire firebox contri- 
butes 171 sq. ft, to the evaporative total 
of 1,650 sq. ft. Superheating surface is 
348 sq. ft, and the grate area 28-6 sq. ft. 

In the roller-bearing locomotives, all 
engine and tender axleboxes are fitted with 
Timken taper roller-bearings and have 
manganese-steel liners welded on to their 
guide faces. Manganese-steel liners are 
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bolted to the axlebox guides or horn blocks 
in accordance with the latest practice. The 
coupled-wheel boxes are of the cannon 
type, the tranverse casings being split hori- 
zontally to allow them to be assembled on 
the axle after the cones and wheels have 
been pressed on. These cannon boxes 
should assist the locomotive to keep tighter 
laterally, for although the cannon-type 
transverse casing does not act as a frame 
stay it limits the side play to that of the 
box in the horns. Incidentally, the coupled 
axles themselves are hollow-bored. The 
bogie and tender boxes are of similar type 
as concerns the rollers, but are individual 
boxes and not the integral cannon form. 
The casings of these can be removed by 
taking out the bearing bolts in the usual 
way, thus allowing the bearings to be 
inspected. The bogie has inside bearings 
and the tender outside. Lubrication of 
these Timken bearings is by oil. 


Cylinders of Caprotti-Fitted Engines 

The cylinders of the Caprotti-fitted 
locomotives are of a special design made as 
steel castings in the Crewe steel foundry, 
and great care has been given to the layout 
of the steam and exhaust passages. The 
steam inlet is on the outside of the cylinder 
whilst the exhaust passages are next to the 
frame, and this arrangement has been 
applied, because it gives straighter passages 
than those obtained with the more usual 
arrangement of Caprotti gear. Cast-iron 
liners of cylinder quality are pressed into 
the casting to form the cylinder barrel. 
The cages for the poppet cambox were 
supplied by Associated Locomotive Equip- 
ment Limited to its usual specification. 
The valves are seated by steam pressure 
taken from the regulator direct to the 
cylinder casting, and therefore. when the 
engine is coasting, the poppet valves are 
permitted to drop off their seats, giving the 
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Particular consideration has been given to 
the easy removal of the cambox, which is 
arranged to slide out on a temporary plat- 
form to allow the valves to be inspected. 

In the case of engines with roller bear- 
ings, the drive for the Caprotti gear is 
mounted on a facing formed on top of the 
roller-bearing transverse casing, For plain 
bearings the drive is mounted on the axle, 
and comprises a casting with bearings on 
the axle, and houses a spur-wheel reduction 
drive to a pair of bevels which rotate the 
main driving shaft. This has Hardy Spicer 
couplings to allow for the movement of 
the axle, and drives two cross shafts by 
means of bevels mounted in a box sup- 
ported from the smokebox saddle. Each 
of these shafts has Hardy Spicer couplings 
and splined joints connecting to the cam- 
boxes mounted on each cylinder. The 
drive for the camshafts consists of oil- 
tight assemblies right from the axle to the 
valve boxes, with the object of ensuring 
long life and low oil consumption. 

The reversing gear in the cab has been 
so arranged that the same number of 
turns are required to work the gear from 
full-forward to full-reverse as with the 
standard type of valve gear, and this has 
been done to avoid any confusion on the 
part of the driver. The reversing rod from 
the cab is coupled up to a shaft which 
transmits the motion to bevel gearboxes 
and by a simple coupling to the camboxes 
on each cylinder. 

In addition to these experimental features 
of valve gear and axleboxes, three engines 
fitted with piston valves and Timken 
bearings are also being provided with 
double chimneys and electric lighting; also 
three engines being fitted with Caprotti 
valve gear and Timken bearings are being 
given double chimneys, steam-operated 
cylinder cocks, and electric lighting. The 
turbo-generators and equipment for the 


effect of a large by-pass on the cylinder. latter are by J. Stone & Co, Ltd. 





At the Saliley Works, Birmingham, of the 


Metropolitan-Cammell 

Carriage & Wagon Co. Ltd., the Brazilian Ambassador to Great 

Britain, M. Jose Joaquim de Lima e Silva Moniz de Aragao, C.B.E., 

seen on the left, inspects one of the new electric coaches ready for 
shipmeni to Brazil 
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. Developments in Booking Office Design 


Offices designed to attract the public and facilitate internal efficiency 





Spacious interior of the new Siraiford booking office 


T HE new Eastern Region booking offices 

at Stratford and Maryland are a suc- 
cessful combination of attractive appear- 
ance and efficient internal layout, and are 
the result of research into booking office 
design and modernisation that the 
L.N.E.R. had been carrying out for some 
time. As a result, the following features 
of the ideal booking office were evolved: 
the provis:on of equipment for the pro- 
motion of selling and accounting efficiency 
within the office; a neat and attractive 
appearance; a light, but durable construc- 
tion; good lighting and economical heat- 
ing; and adequate messing facilities for 
the staff. 


Bellmatic installation at Stratford 


When the work on the L.N.E.R. Liver- 
pool Street and Fenchurch Street to Shen- 
field electrification scheme was resumed 
after the war, the opportunity was taken 
of embodying these features in the offices 
which were in course of construction at 
Stratford and Maryland. 

The Stratford office is a spacious rect- 
angle; the centre portion of the office front 
is fully glazed, and has two hopper-and- 
check booking windows. At one end of 
the rectangle is a public counter for in- 
quiry and left luggage purposes, and a 
small messing coupé for the use of the 
staff; at the other end there is a store 
room. 
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As far as possible, the booking counter 
has been kept clear of fittings so that q 
full view of the office is available to the 
public. Two rapid printers, provided by 
the Westinghouse Brake & Signal Co, 
Ltd., are fitted into the counter, one at 
each end. Each machine can issue, on 
pressure of a button, any one of ten types 
of tickets always available for issue. Ip 
the centre of the ticket counter, recessed 
so as not to be visible to the public, is g 
small container of Bellmatic units holding 
tickets frequently required, though not 
covered by the rapid printers. 

Behind the clerks there is a further in- 
stailation of 576 Bellmatic units which 
rises to a maximum height of 4 ft. 9 in, 
from the floor. The Bellmatic system is 
used instead of the usual type of ticket 
tubes. Each unit holds 100 tickets. and 
issue of a ticket to the booking clerk js 
instantaneous on pressure of a_ plunger, 
The Bel!matic installation was _ provided 
by the Bell Punch Co. Ltd. 

On the rear wall of the office is a fit- 
ment which consists of two ticket stock 
cupboards, each capable of _ storing 
220,000 tickets. There is also a centred 
cabinet in which is housed the current 
stock of season tickets and everything re- 
lated to their issue, such as books, forms, 
rubber stamps, and so forth. Beneath this 
cabinet are ticket stock drawers; other 
drawers are provided beneath the central 
Bellmatic installation and the booking 
counter. 

Weekly season-ticket cases, from which 
tickets have to be issued at the ticket 
window on demand, are provided at each 
side of the booking counter at right angles 
to the glass window. These cases are pro- 
vided with roller shutters and have below 
them small drawers for the rubber stamps 
needed when issuing weekly season-tickets, 
Below each of these is a book rack for 
the books that are frequently used at the 
booking window, and a drawer for long- 
term season-tickets prepared in advance at 
the cabinet mentioned above. 

The whole of the fittings throughout the 
office are numbered, and shelves and par- 


Self-contained season ticket cabinet 
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titions within each numbered unit are also 
numbered; it thus is possible io “ pin- 
point” any spot in the office. In connec- 
tion with this numbering system, an index 
book has been compiled which will enable 
any stranger visiting the office to find any- 
thing by reference to the numbering 
system. 

All the Beilmatic units are labelled with 
a colour key system, whereby it is possible 
to see at a glance what types of tickets 
are carried, and, by means of references 
on each label to the numbering system, 
stocks of tickets next to be issued, whether 
in broken packets or complete bundles, 
can be readily found. 

The provision of equipment falls into 
three “ scopes,” namely, that related to the 
principal fast-booking traffic (bookings to 
the London Transport Central Line), and 
consisting of the booking counter itself, 
with its rapid printers, and small Bellmatic 
installation. The second scope brings in 
the ticket units behind the clerks which 
are used when booking to destinations in 
less frequent demand. The third covers 
transactions that are carried out when pas- 
sengers are not waiting, for instance, the 
advance preparation of season tickets. 

For general office work, a long counter 
out of sight of the public has been pro- 
vided, and two pedestal desks at which 
clerks sit within view of those booking at 
the windows. All counters have plastic 
tops. 

The messing coupé is entirely enclosed, 
aad is fitted with cooking and washing 
facilities, as well as a set of steel personal- 
lockers for the use of the staff. 

The lighting of the office is by 


Informal booking-window at Stratford 
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similar to that at Stratford, though smaller 
in size. It carries the same features, with 
the addition of a parcels reception counter 
into which the weighing machine has been 
sunk, so as to preserve the neat appear- 
ance of the whole office. 

On the principle that ticket offices are 
really shops where transport can be 
bought, firms of shop-fitters were employed 
to equip both offices throughout in light 
oak. Construction was under the super- 
vision of Mr, J. I. Campbell,: Engineer, 
Lendon, in collaboration with Mr. 
C. G. G. Dandridge, Passenger Manager, 
Southern Area, now officers of the Eastern 
Region of the Railway Executive. During 
construction, reports were furnished from 
time to time by the L.N.E.R. Passenger 
Research Section. 

On the staff physical aspect, the advice 
of the Medical Officer was taken on such 
matters as the colouring of the walls. 
Periodic tests are being carried out by the 
Medical Officer on tthe effect of the im- 
proved lighting and environment on the 
clerks. 





Maryland booking office, which incorporates a parcels reception counter 


fluorescent tubes with specially fitted trans- 
lucent screens for the provision of soft 


lighting. Warmth is given by three con- 
vector-type electric heaters, and, as the 
office is below street level, an air-con- 


ditioning plant has been installed, and is 
controllable by the clerks. 


At Maryland, the booking office is 


Although it can be claimed that these 
booking offices provide a great step for- 
ward in the attainment of the ideal modern 
iayout, the planning still is regarded as 
experimental, and research will go on dur- 
ing Operation to improve still further the 
design and equipment in future construc- 
tion. 











PROFESSIONAL ENGINEERS APPOINTMENTS 
BurREAU.—During 1947 the average number 
of applicants on the register of the Profes- 
sional Engineers Appointments Bureau was 
634. Of these, 127 were primarily civil, 
260 mechanical, and 247 electrical, the 
number of engineers registered thus being 
approximately two-thirds of the 1946 total, 
when the average was 964. A satisfactory 
number of vacancies again has been noti- 
fied by employers, the total for the year 
being 1,048, and, despite the reduced num- 
ber available for nominations, the income 
from appointment fees increased by 10 per 
cent. over the previous year, the sum of 
£1,179 being received from 214 engineers. 
The reduced number of avplicants can be 
accounted for partly by the fact that there 
are fewer engineers actually out of em- 


ployment and that the rate of demobilisa- 
tion has been decreasing. The average age 
of the men on the register has increased 
from 34°4 to 35:6 years and the average 
age of the men placed from 30-1 to 31:5. 
An analysis indicates that less than 10 per 
cent. of the engineers on the register are 
actually out of employment and that most 
of these are over 45 years of age. 


HIRED COACHES ON LONDON BuS-ROUTES. 
—It has been announced by London 
Transport that negotiations recently have 
been concluded to retain the hired coaches 
now running as extras on London bus 
routes, throughout this year and _ until 
spring, 1949. A total of 350 coaches has 
been running in ordinary services on 
London routes, since they were introduced 


to alleviate the shortage of new buses last 
October. The coaches were to be returned 
to their owners in March, but London 
Transport asked the Passenger Vehicle 
Operators’ Association, representing the 
owners of the coaches, to agree to an 
extension. As a result, it has been arranged 
that, with the excention of a small num- 
ber to be withdrawn after Whitsun, the 
coaches will continue to supplement 
London bus-routes for a further year. 


LIVERPOOL OVERHEAD RAILWAY.—Gross 
receipts for the week ended February 1 
were £2,846, an increase of £255. The 
aggregate result of £14,172 for the period 
from January 1 to February 1 represents 
an increase of £848 over the correspond- 
ing weeks of 1947. 
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A Railway Scientific Research Organisation* 
Work of the laboratory established at Derby by the L.M.S.R. 





Inspecting a firebox with 


A FEW years after the grouping of rail- 
ways in Great Britain in 1923, a small 
committee was set uv by the late Lord 
Stamp on the L.M.S.R. to report on the 
fintensification of scientific research for 
* Based on information in the L.M.S.R. publica- 


tion ‘** The Scientific Research Department of the 
L.M.S.,"° published in 1947 


mobile X-ray apparatus 


that railway. In due course, a separate 
Research Department and a_ permanent 
advisory committee were set uv, with Sir 
Harold Hartley as Vice-President & Direc- 
tor of Research. These steps were taken 
in 1930, and in 1932 the department was 
named the Scientific Research Department: 
Mr. T. M. Herbert was apnvointed Re- 
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search Manager. A _ separate directors 
committee was appointed in 1939 to super. 
vise the work of the Department, and 
ensure for it the interest and support of 
the Board of the L.M.S.R. Company, 

Contact with the latest developments jn 
scientific research was maintained ti rough 
the company’s Advisory Committee on 
Scientific Research, on which served half. 
a-dozen eminent scientists, who not only 
attended formal meetings under the chair- 
manship of the Vice-President. but also 
visited the company’s laboratories for jp- 
formal talks and gave guidance on promis- 
ing lines of investigation. 

By the end of 1947 the Scientific Re. 
search Department of the L.M.S.R. had a 
total staff anproaching 200, and comprised 
six main sections, concerned respectively 
with engineering, metallurgy, paint tech- 
nology, physics, textiles and chemistry. The 
Chemical Section maintains laboratories 
at certain centres to deal with divisional 
and local work, but the other five sec- 
tions are housed in one building at Derby, 
which was opened formally in 1935 by 
Lord Rutherford of Nelson. 

An important branch of study in the 
Engineering Section is resistance to wear, 
For this purpose a machine is used in 
which two rings of the material under test 
are forced together and rotated in opposite 
directions. The equipment includes pro- 
vision for keeping the sample rings cool 
and free from abraded particles. This 
apparatus has been used for general inves- 
tigations of wearing proverties, and for 
assessing the relative merits of alternative 
materials for rails, wheel tyres and brake 
blocks. 

An example of the special apparatus 
evolved at Derby is a machine for testing 
railway carriage axles, the weakest vart of 
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Recording transverse movements of track under traffic 


which, due to the force-fitting of the 
wheels, is known to be at the inner end 
of each wheel boss. As a result of tests 
with half-size models of axles, which were 
rotated several million times under load 
in the apparatus, an improved axle was 
designed which was adequately strong at 
all points. 

The section is equinved with magnetic 
supersonic, and electronic apparatus for 
measuring and recording pressures, stresses, 
and vibrations. Extensive use is made of 
resistance wire strain gauges: and for 
studying the distribution of strain in parts 
of complicated shape, photo-elastic models 
made of transparent Bakelite are examined 
under polarised light. 

An imovortant feature of the section is a 
wind tunnel, in which tests are carried out 
on small components such as ventilators, 
filters, and signal lamps, or on scale models 
of trains, buildings, or station awning 
roofs, which are subject to currents 


of air at speeds up to 60 
Other air flow research has led to im- 
provements in automatic train control 
equipment, the cooling of diesel locomo 
tives, and the maintenance of the vacuum 
brake system. 

The Metallurgical Section of the labora- 
tory undertakes work concerned with the 
selection, treatment, svecification, inspec- 
tion, and behaviour of metals and alloys. 
Recent studies have included the wear and 
corrosion of various types of rail, and the 
cause and distribution of rail failures. 
Much information of practical value has 
been acquired with reference to welding, 
and the section gives demonstrations from 
time to time to welding supervisors and 
operators, using X-ray photography to give 
visual evidence of the soundness or other- 
wise of the work carried out. 

The equipment of the Metallurgical 
Laboratory includes a 35-kVA._high- 
frequency spark gap induction melting 


m.p.h. 





An engineering test laboratory 


furnace, together with a 2-5 kVA. resistance 
melting unit, Heat treatment is conducted 
in a small 14-kVA. G.E.C. furnace with 
automatic and recording temperature con- 
trol, whilst a 9-KVA G.E.C. resistor fur- 
nace, with automatic control up to 1,350° 
C., is available for high-temperature work. 

Conductivity and magnetic types of de- 
tector are available for work on cracks. 
A specially developed contorgraph is used 
for studying the wear of rails, which draws 
a magnified profile of the worn surfaces of 
the metal when clamped to a rail in the 
track. 

Important contributions to paint tech- 
nology have been made by the Paint 
Section of the laboratory. Among the 
practical achievements has been the de- 
velopment of a painting process for coaches 
which permits an appreciable reduction in 
the number of coats required, while at the 
same time giving an improved appearance 
and longer life. The effects on paint of 
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the varied atmospheric conditions met with 
in railway locations are studied by an 
accelerated weathering machine, enabling 
the useful life of a paint to be measured 
in a few weeks instead of in years. 

Further improvement in the durability 
of exterior paintwork on carriages depends 
to a large extent on ensuring the adhesion 
of the stopping which is applied over the 
heads of countersunk screws used for 
securing the metal panels to the wood body 
frame. For this purpose a vibratory stop- 
ping tester has been designed to simulate 
the effects of vibration of a vehicle running 
at speed, the specimens being gripped in 
the jaws of the machine, which sets up 
vibration by a reciprocating motion. 

Hundreds of test paints are prepared 
each year in the laboratory in order to 
assist paint manufacturers by formulating 
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order to assess the value of education in 
engine firing methods at particular depots. 
The heavy computation in this work, and 
in mathematical calculations for other sec- 
tions, is done on a calculating machine. 
Materials ranging from fine sewing silks 
to heavy tarpaulins are subjected to inspec- 
tion and testing in the Textile Section of 
the laboratory. This section deals prim- 
arily with acceptance tests of materials 
purchased, but has undertaken also certain 
research and development work, such as 
the production of an improved design of 
lubricating pad for rail vehicles. Since the 
properties of textile materials vary greatly 
according to the relative humidity of the 
atmosphere, this section is provided with a 
room where a temperature of 70° F. anda 
relative humidity of 65 per cent. are main- 
tained. In this room are housed machines 
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service of the other sections of the scientific 
Research Department when chemical 
analyses are required. Certain works pro- 
cesses, such as those at steel works, are cop- 
trolled from the chemical point of view. as 
well as those involved in the manufacture 
of coal-gas and train-lighting accumulators. 

During the period of grouping the 
L.M.S.R. controlled more drinking water 
supplies than any other single interest jn 
Britain, and it was the chemists’ responsi- 
bility to safeguard their purity by survey 
of wells and gathering grounds, and by 
chemical and bacteriological examination, 
as well as to advise on any necessary 
treatments. j 

An activity of recent development is the 
work of the Infestation Section, which con- 
trols insect infestation in railway premises, 
including stables, warehouses. hotels, re- 


The general laboratory of the Chemical Section at Derby 


the requirements for paints to fill the 
special needs peculiar to railway service. 

The Physics Section is concerned with 
problems in heat, light, and sound which 
arise in great diversity in railway work. 
Many of the activities of the section are 
carried on outside the laboratory, among 
them being those concerned with the trans- 
port of foodstuffs under refrigerated and 
controlled temperature conditions. The 
section’s photometric laboratory carries out 
colour measurements to check the colours 
of signal glasses and lenses used on all the 
British main-line railways. Extensive 
measurements are made of the illumina- 
tion provided by lamps and lighting fittings, 
and during the war the section devised its 
own type of photometer for measuring the 
very low intensities of illumination per- 
mitted in certain outdoor lighting installa- 
tions by A.R.P. regulations. 

The section studies coal consumption 
figures from the motive power depots in 


for measuring breaking loads and exten- 
sions of yarns, twines and cloths, and also 
a Mullen tester for measuring the bursting 
strengths of materials. The fastness of 
dyed materials, resistance of fabrics to 
wear, and waterproof qualities are the sub- 
jects of other investigations in the depart- 
ment. 

As mentioned at the beginning of this 
article, there are in all five chemical labora- 
tories, located respectively at Derby, Crewe, 
Horwich, Glasgow, and Stonebridge Park 
(London). All are under the control of 
the Chief Chemist, whose office is situated 
in Manchester. Advice is given to the 
commercial and operating departments, as 
well as those engaged in technical matters. 
For example, assistance is provided in the 
classification of rates and conditions of 
transport for much of the traffic passing 
over the system, and claims for goods 
alleged to be damaged in transit are in- 
vestigated, The Chemical Section is at the 


freshment rooms, and vehicles. The equip- 
ment of the laboratory dealing with this 
work includes much up-to-date apparatus 
designed for rapid and accurate determina- 
tion by physico-chemical methods, as well 
as facilities for micro-analytical work. 

The benefits of the research carried out 
at Derby have been made available on a 
wide scale by the active encouragement 
given to members of the staff to publish 
papers based on their work. An annual 
award, known as the Herbert Jackson 
Prize, is made to the best-written account of 
work carried out by members of the scien- 
tific or technical staff in the course of their 
normal employment, and consists of a 
medal and a monetary award. This award 
was founded by the Board of the L.M.S.R. 
in 1937 in memory of the late Sir Herbert 
Jackson, F.R.S., the eminent scientist who 
was one of the original members of the 
L.M.S.R. Advisory Committee for Scientific 
Research. 
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RAILWAY 


PERSONAL 


Mr. H. C. Drayton has been elected a 
Director of the Midland Bank Limited 
and of the Midland Bank Executor & 
Trustee Co. Ltd. 


Mr. Hugh R. Neilson and Mr. lain M. 
Stewart have been appointed Directors of 
Glenfield & Kennedy Limited. 


Mr. C. V. Hill, who retired 
recently from the position of 
Divisional Engineer, Southern 
Division, Southern’ Region, 
British Railways, has _ been 
made a presentation at Brighton 
by Mr. V. A. M. Robertson, 
Chief Civil Engineer, Southern 
Region. 


We regret to record the death 
of Mr. Arnold Clear, who 
retired recently from the posi- 
tion of District Locomotive 
Superintendent, Norwich, 
L.N.E.R. 


Mr. J. P. D. Coleman, who 
joined Wild-Barfield Electric 
Furnaces Limited in 1919, and 
who, since 1933, has_ been 
Works Director, has retired 
from the Board, and also from 
that of G.W.B. Electric Fur- 
naces Limited. 


COMMERCIAL SUPERINTENDENT'S 
DEPARTMENT, EASTERN REGION, 
RAILWAY EXECUTIVE 

Mr. B. M. Strouts, formerly 
Assistant to Passenger Manager 
(General), has been redesignated 
Assistant Commercial Superin- 
tendent (General-Passenger), and 
Mr. J. W. Dunger, formerly 
Assistant to Passenger Manager 
(Train Services), has been re- 
designated Assistant Commercial 
Superintendent (Train Services- 
Passenger). 

SOUTHERN REGION, RAILWAY 

EXECUTIVE 

The following changes have 
been approved :— 

Mr. R. W. Boorman, as Assis- 
tant & Rating Surveyor. 

Mr. J. R. Scott, Architect, retires, 

Mr. R. E. Coward, as Assistant (General), 
Chief Civil Engineer’s Office. 

Mr. G. C. Stevens, as Production Assis- 
tant. Chief Civil Engineer’s Office. 

Mr, M. E. Constant, as Personal Assis- 
tant to Chief Civil Engineer. 

Mr. K. S. Martin, as Assistant Divisional 
Engineer, London West Division. 

Mr, C. J. George, as Resident Engineer, 
Exmouth Junction. 
_ Mr. G. F. George, as Assistant to Divi- 
sional Engineer, London East Division. 

Mr. C. V. Hill, Divisional Engineer, 
Southern Division, retires. 

Mr. J. Parker, as Divisional Engineer, 
Southern Division. 
_Mr. D. G. Williams, as Assistant Divi- 
sional Engineer, Southern Division, 
_Mr, W. H. Owen, as Assistant to Divi- 
sional Engineer, Southern Division. 

Mr. W. J. A. Sykes, as Assistant Electri- 
cal Engineer. 
_ Mr. H. M. Powley, as Assistant to Divi- 
sional Superintendent, Western Division. 
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The Rt. Hon. Lord Inman, J.P., who, as 
recorded in our January 30 issue, has been 
appointed Chairman of the Hotels Execu- 
tive under the British Transport Commis- 
sion, was born in 1892. He has been 
Cha‘rman or Director of some of the best- 
known hotels in the country, including 
Washington and Batts, London; Grand, 
Harrogate; Raven, Shrewsbury: County, 
Malvern; Queens, Cheltenham; Gloucester, 
Weymouth; Balmer Lawn, Brockenhurst; 


Lord Inman 


Appointed Chairman of the Hotels Executive 


British Transport Commission 


and Pump House, Llandrindod Wells, In 
1946 he was appointed Principal Adviser to 
the Government on the setting up of the 
organisation for the tourist catering and 
holiday services; his report was accepted 
by the Government and a board was ap- 
pointed covering the four divisions of 
‘ourism, catering, hotels and home holidays. 
Lord Inman has also had extensive business 
experience in other fields, including the 
Chairmanship of the well-known publishing 
companies, Methuen & Co. Ltd., Chap- 
man & Hall Limited, and Geoffrey Bles 
Limited, and as Chairman of provincial 
stores. He has been associated with Char- 
ing Cross Hospital for 27 years; first as 
Managing Governor, and, since 1936, as 
Chairman, and he retains the latter posi- 
tion. He has raised over two million 
pounds for the hospitals. His other hospi- 
tal work has included Chairmanship of the 
Hospital Saturday Fund and membership 
of the council of King Edward’s Hospital 
Fund for London. He is the author of 
numerous books, including “ The Human 
Touch,” “ Oil and Wine,” and “ Straight 
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Runs Harley Street,” and has contributed 
extensively to the Press. Lord Inman, 
who was created a peer in the New Year 
Honours, 1946, was Chairman of the 
B.B.C. from December, 1946, to April, 1947, 
relinquishing that post on entering the 
Cabhjnet as Lord P-ivy Seal. He left the 
Cabinet at his own request last October on 
account of ill-health, from which he has 
completely recovered. 


Mr. John L. Henderson, who, 
as recorded in our January 16 
issue, has been appointed Public 
Relations Officer to the British 
Transport Commission, took an 
Honours Degree in Economics 
at Cambridge University. After 
seven years in accountancy, he 
joined the editorial staff of The 
Financial Times, and two years 
later commenced free-lance 
writing. He visited Germany in 
1936 to gather material for 
articles he afterwards wrote for 
Fortune magazine, Wall Street 
Journal and other papers in 
America, which he first visited 
in 1937. He returned to England 
to take up the new appointment 
of Public Relations Officer to 
the British Iron & Steel Federa- 
tion. In 1940 Mr. Henderson 
was released by the iron and 
steel industry to organise the 
first Public Relations Office in 
the Board of Trade, In October, 
1940, he was appointed Director 
of Public Relations at the 
Ministry of Supply, where he 
served under Lord Beaverbrook 
and Sir Andrew Duncan. He 
visited the United States and 
Canada with the Minister of 
Supply in February, 1944. In 
April, 1944, he was seconded 
from the Ministry of Supply at 
the request of Mr, Oliver Lyttel- 
ton to become alternate Head 
of the Industrial Information 
Division, Ministry of Produc- 
tion, and alternate Director of 
Information, British Supply 
Council in Washington. Since 
November, 1945, Mr. Hender- 
son has been Director & 
General Secretary of the Ad- 
vertising Association, who re- 
cently have released him to 
take up his new duties with the 

British Transport Commission. 


Mr. Percy J. R. Tapp, C.B.E.. MC., 


M.Inst.T., who, as recorded in our 
January 30 issue, has been appointed a part- 
time member of the Road Transport Ex- 
ecutive, was born in 1886, and began his 
business career in 1906. He joined the 
Army in 1915 and served for four years in 
France in the 19th Division, was men- 
tioned twice in dispatches, and gained 
the Military Cross. When he returned to 
civil life he formed the Market Trans- 
port Company, which undertook the car- 
riage of meat and provisions. In 1929 he 
formed County Commercial! Cars Limited, 
a company to manufacture special-type 
axles and equipment. Mr. Tapp is now 
Chairman of the Meat Transport Organi- 
sation Limited. He had been largely re- 
sponsible for the planning of a meat and 
provisions transport pool to meet the cir- 
cumstances likely to arise in the event of 
war, and on the outbreak of the recent 
war became Chairman of the Wholesale 
Meat & Provisions Transport (Defence) 





Mr. J. L. Henderson 


Appointed Public Relations Officer to the 
British Transport Commission 


Association. He later assisted the Minis- 
try of Transport in the formation and 
management of the Road Haulage Organi- 
sation, of which he was a Director. 
Mr. George Cardwell, M.Inst.T., who, 
as recorded in our January 30 issue, has 
been appointed a full-time member of 


the Road Transport Executive, received his 
early engineering training as a premium 


pupil with the Brush Electrical Engineer- 
ing Co. Ltd., Loughborough, from 1900 
03, and then was transferred to the Leeds 
office of the company, of which he was 
later promoted in charge. In 1906 he was 
appointed General Manager of the Hartle- 
pools Electric Tramways Company, one 
of the B.E.T. Group. In 1911, on the sale 
of that undertaking to the West Hartle- 
pool Corporation, he became General 
Manager to the Devonport & District 
Tramways Company, another B.E.T. com- 
pany. In 1915 the Devonport & District 
Tramways Company was acquired by the 


Mr. P. G. James 


Appointed Chief Accountant, 
ondon Transport 
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Mr. P. J. R. Tapp 


Appointed a part-time member of the 
Road Transport Executive 


Plymouth Corporation, and Mr. Cardwell 
was appointed General Manager of the 
Aldershot & District Traction Co. Ltd., 
a position he held until he joined H.M. 
Forces in 1916, when he was appointed to 
a commission in the Royal Engineers and 
served in England and France until 1919. 
On demobilisation he was appointed 
General Manager of the Macclesfield 
Branch of the British Automobile Traction 
Co. Ltd., which was later formed into the 
North Western Road Car Co. Ltd. He 
remained General Manager of that under- 
taking until 1930, during which period the 
business grew from an undertaking operat- 
ing about 20 vehicles to one operating 
550, and Mr. Cardwell was instrumental 
in arranging co-ordination schemes with 
the Manchester, Oldham, and Ashton- 
under-Lyme Corporations, and the Staly- 
bridge, Hyde, Mossley & Dukinfield Joint 
Board. He was one of the pioneers in 
the inauguration of limited-stop motor- 
coach services, with such routes as Liver- 


Mr. F. G. Maxwell 


Appointed Operating Manager (Railways), 
ondon Transport 
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Mr. George Cardwell 


Appointed a_full-time member of the 
Road Transport Executive 


Leeds-Newcastle, Man- 
chester - Blackpool, Manchester - Notting- 
ham-Derby, etc. In May, 1930, Mr. 
Cardwell was appointed to the Executive 
of Thomas Tilling Limited, and became a 
member of the board on July 1, 1932, 
During his 17 years with the parent com- 
pany he has been on the boards of up- 
wards of 22 subsidiary and associated 
companies, and has been Chairman of the 
North Western Road Car Co. Ltd., Hants 
& Dorset Motor Services Limited, Wilts 
& Dorset Motor Services Limited. and 
Thames Valley Traction Co. Ltd. 
Throughout this period with Thomas Till- 
ing Limited, Mr. Cardwell has been closely 
associated with Sir Frederick Heaton in 
the formation of schemes of co-ordination 
with Keighley, York, Brighton, Bristol, 
Gloucester, Plymouth, and Southend-on- 
Sea Corporations, taking an active part in 
the original negotiations and later in the 
operation of the co-ordinated undertak- 
ings. Mr. Cardwell was a member of the 


pool-Manchester. 


Mr. J. H. Benford 


Appointed Commercial Manager, 
London Transport 
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Mr. C. F. Potier 
Appointed Sub-Traffic Manager, 
ailway 


Leopoldina 


Public Transport Association Inc., and 
held the position of Vice-Chairman up to 
the time of his appointment to the Road 
Transport Executive. He was a member 
of the Conference of Omnibus Companies 
and of the National Council for the Omni- 
bus Industry, and has been Chairman on 
both these bodies. 


Mr. P. G. James, hitherto Accountant, 
London Transport, who, as recorded in 
our December 19 issue, has been appointed 
Chief Accountant. is 43 years of age. He 
is an Associate of the Society of Incor- 
porated Accountants & Auditors, and holds 
the degree of B.Com. (London). Mr. James 
was articled 1921 to 1926, and entered the 
service of Deloitte, Plender, Griffiths & Co. 
in 1927; in the latter years of the period 
1927 to 1934, he was engaged on audits of 
the L.P.T.B. and its predecessors. In 1934, 
his services were lent to the Board for six 
months for special accountancy work, and 
at the expiration of that period. he joined 


Mr. J. R. Pike 


Appointed Chief Officer (Goods), 
Railway Executive 
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Mr. G. Stephen 


Vice-President of Traffic. Canadian Pacific 
Railway, 1930-1947 


the Board’s staff in the office of the Assis- 
tant to the Comotroller & Accountant. In 
February, 1939, Mr. James was appointed 
an Officer of the Board, as Assistant to 
the Chief Accountant; in May, 1940, he 
became Accounts Officer, and in October, 
1945, was appointed Accountant. 

Mr. F. G. Maxwell, previously Assistant 
to the Operating Manager (Railways), 
L.P.T.B., who, as recorded in our Decem 
ber 19 issue, has been appointed Operating 
Manager (Railways). was born in India, in 
1905. He was educated at Eton, and is a 
Graduate of the Institute of Transport; in 
1924. he entered the service of the London 
Electric Railway in the office of the Oper- 
ating Manager (Railways). Mr. Maxweli 
was later engaged in the office of the Assis- 
tant Managing Director, and in 1929 be 
came Assistant to the Progress Engineer at 
the Underground Company’s Central Roll- 
ing Stock Overhaul Works at Acton. He 
returned to the Onerating Department in 


Mr. H. B. Emley 


Appointed Northern Area Waterways Manager, 
k & Inland Waterways Executive 


Mr. G. A. MacNamara 


Appointed Vice-President of Traffic, 
Canadian Pacific Railway 


1930, and was serving as a Divisional In- 
spector on the Piccadilly Line, when the 
tube was extended northwards to Arnos 
Grove, in 1932. In 1934 he became Per- 
sonal Assistant to the General Manager 
(Railways), and in 1938 was appointed an 
Officer of the Board, with the title of 
Assistant Superintendent (Development); in 
1939, Mr. Maxwell became Assistant 
Superintendent (Outdoor) Railways. From 
1939 to 1945, he commanded the 2nd Bat- 
talion, The London Scottish, and served as 
a Lt.-Colonel on the General Staff in 
Western Europe, and S.E. Asia, and was 
mentioned in dispatches. He returned to 
London Transport as Assistant Superinten- 
dent (Outdoor) in 1945, and was appointed 
Assistant to the Overating Manager (Rail- 
ways) in May, 1946. 

Mr. J. H. F. Benford, M.C., previously 
Fares and Charges Officer, London Trans- 
port, who, as recorded in our December 
19 issue, has been appointed Commercial 


Mr. H. H. Starr 


Appointed District Goods Manager, Paddington, 
Western Region, Railway Executive 
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Manager, is 57 years of age, and saw war 
service from 1914 to 1920, during which 
time he was awarded the Military Cross. 
He entered the service of the Underground 
Companies in 1920, in the Traffic Superin- 
tendent’s office, London General Omnibus 
Company, and held positions in the oper- 
ating and traffic investigation departments 
until 1933, when he entered the Vice- 
Chairman’s office. Mr. Benford was 
appointed an Officer of the Board in 
February, 1937, and acted as Secretary to 
the Vice-Chairman’s Traffic Committee 
until April, 1939, when he became 
Assistant to General Manager (Operation). 
In December, 1943, he was appointed 
Fares and Charges § Officer. 


Mr. C. F. Potter, who has been appointed 
Sub-Traffic Manager of the Leopoldina 
Railway, commenced his railway career in 
1914, with the London & North Western 
Ra:lway. He studied railway company law 
and railway economics at Manchester Uni 
versity, and after occupying several posts 
in the North Western area of the 
L.N.W.R., he took up a position with the 
Leopoldina Railway in 1926. After a 
varied exper-ence in traffic working, both 
at headquarters in Rio de Janeiro, and in 
the interior, Mr. Potter was appointed Sub 
Traffic Manager of the Leopoldina Rail- 
way just before he left for Great Britain 
on holiday ‘n July, 1946. 


Mr. George Stephen, C.B.E., Vice-Presi- 
dent of Traffic, Canadian Pacific Railway. 
who retired on December 31, entered the 
company’s service as a clerk in the foreign 
freight department, in 1889. He later joined 
the Canadian Northern Railway, in which 
he had risen to the post of Freight Traffic 
Manager, when he returned to the C.P.R 
in 1922. Most of his service with the 

Canadian Northern was in the West, and he 
was five years Assistant Freight Traffic 
Manager at Winnipeg, for the C.P.R. Mr. 
Stephen was “meat Freight Traffic Man- 
ager, Montreal, C.P.R., in 1927, and in 
1930, was appointed Vice-President of 
Traffic. He served for a year as Assistant 


TREES AT STATIONS.—The 
Christmas tree displays at 10 stations in 
the North Eastern Area of the L.N.E.R. 
produced, during the recent Christmas 
season, £6.438, against £4.567 in 1946, in 
addition to a remarkable increase in the 
number of parcels, toys, books and so on; 
in 1946 these were 6,332, compared with 
the 1947 total of 11.014. York was top 
of the list for monetary subscriptions. with 
£1,337, and second was Newcastle. Since 
1935, when the trees were introduced by 
the former L.N.E.R., nearly £22,000 and 
and 48,000 toys have been contributed by 
well-wishers, including the railway staffs, 
and these have been distributed to 
hospitals and other charities. Mr. C. P. 
Hopkins, Chief Regional Officer, North 
Eastern Region, in sending his  con- 
gratulations to all those who helned in so 
many ways, says: “The thought of the 
comfort and joy these gifts will bring to 
many in our hospitals will itself give a 
warm feeling of satisfaction to the enthu- 
isiastic and willing organisers and col 
lectors.”” In the Board Room at York on 
February 2, Mr. C. P. Hopkins presided at 
a ceremony, at which Mr. C, M. Jenkin 
Jones, late Divisional General Manager, 
L.N.E.R., handed over a cheque for 
£1,337, the proceeds from the York Station 
Christmas Tree, to Mr. W. Louis Lawton, 
Chairman & Treasurer of the York County 
Hospital. 


CHRISTMAS 
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Canadian Representative of the British 
Ministry of War Transport, and the traffic 
department he headed did an outstanding 
war service; he was awarded the C.B.E. 
(Civil Division) in the July, 1944, Honours 
List. He is a director of Canadian Pacific 
— and President of the Seigniory 
Club. 


Mr. G. Allan MacNamara, pre- 
viousiy Generai Traffic Manager of the 
Minneapolis, St. Paul & Sault Ste. Marie 
Railroad, who has been appointed Vice- 
President of Traffic, C.P.R., has seen some 
35 years railway service, broken only by 
service in the Canadian Army from 1915 
to 1919. He was educated in Winnipeg 
and Vancouver, and was with the Cana- 
dian Northern Railway from 1912 until 
his enlistment, and for a short time after 
demobilisation. In 1920, he joined the 
C.P.R. in the freight tariff bureau in 
Winnipeg, and later began a tour of duty 
which took him through positions of 
steadily increasing responsibility at India- 
napolis, Detroit, Boston, and Chicago 
until, in 1944, he went to Minneapolis as 
General Traffic Manager of the Soo line. 


Mr. J. R. Pike, who, as recorded in our 
January 9 issue, has been appointed Chief 
Officer (Goods) to the Railway Executive, 
has hitherto been Assistant Chief Commer- 
cial Manager, L.M.S.R. He entered the 
service of the L.N.W.R. in 1914. From 
1916 to 1919 he served with the 10th 
Cruiser Squadron as a Sub-Lieutenant, 
R.N.V.R. After the war he returned to 
railway duties, and was later transferred 
to the Chief Goods Manager’s Office, 
Euston, being appointed in 1923 to the 
then newly-formed Development Section 
of the Chief Goods Manager's Office. In 
1931 he was appointed Personal Assistant 
to the Vice-President, and served succes- 
sively under Mr. John Quirey, Mr. J. H. 
Follows, and Sir Ernest Lemon. Mr. 
Pike was made Assistant District Goods & 
Passenger Manager, Leicester, in 1933, and 
a year later he was appointed Assistant 
(Rates Tribunal Section), Chief Commer- 
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cial Manager’s Department, Euston. Jp 
1935 he became Assistant (Research) to 
the Chief Commercial Manager, and, jp 
1938, Assistant (Rates & Charges) at Wat- 
ford. He became Assistant to Chief Com- 
mercial Manager (Goods) in 1942, Agsis- 
tant Chief Commercial Manager (Goods) 
in 1944, and Assistant Chief Com: ercial 
Manager in 1946. Mr. Pike is Chairman 
of the Irish & English Traffic Conference. 
Mr. H. B. Emley, C.M.G., M.Inst.T., 
who, as recorded in our January 2 issue. 
has been appointed Northern Area Water- 
ways Manager, Dock & Inland Waterways 
Executive, was previously General M Mager 
of the Aire & Calder Navigation, and jis q 
former General Manager of the Sudan 
Railways. Mr. Emley was educated at 
Charterhouse, and for five years was on 
the North Eastern Railway, first as a pupil 
in the Darlington workshops, and then in 
the running shed and office for two years, 
In 1914 he joined the Army, serving two 
years in the infantry and one in the Royal 
Flying Corps, after which he was trans- 
ferred to the light railways operating in 
France as Locomotive Superintendent. At 
the end of the war Mr. Emley returned to 
the North Eastern Railway and was ap- 
pointed Assistant Locomotive Works Man- 
ager, Gateshead. In 1924 he went to the 
Kenya & Uganda Railways as Mechanical 
Engineer & Workshop Manager, and in 
1929 was promoted Chief Mechanical Engi 
neer of that system. Mr. Emley went to 
the Sudan in 1930 as Chief Mechanical 
Engineer of the railways, and was ap- 
pointed General Manager in 1932. In 1935 
he was appointed an Additional Member 
of the Governor-General’s Council in the 
Sudan. He relinquished the General Man- 
agership of the Sudan Railways in 1938, and 
early in 1939 was appointed General 
Manager of the Aire & Calder Navigation. 
Mr. H. H. Starr, who has been appointed 
District Goods Manager, Paddington. 
joined the Great Western Railway service 
in 1908 at Gloucester Goods Station, and 
two years later was transferred to Chelten- 


The ceremony at York at which Mr. C. P. Hopkins presided, when 


Mr. C. 


M. Jenkin Jones handed over the proceeds from the York 


Station Christmas Tree to Mr. W. Louis Lawton 
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ham where he later attained the position 
of Chief Clerk. In 1930 after a period 
of four years as Townsman at Gloucester, 
Mr. Starr was appointed Chief Clerk in 
the Goods Department at Oxford, which 
post he vacated in 1933 on removal to 
Birmingham as Shed Superintendent. He 
remained at Birmingham, and in 1937 was 
appointed Chief Clerk to the Goods 
Superintendent and subsequently Chief 
Clerk to the District Goods Manager. In 
1940 he was transferred to Paddington as 
Assistant Goods Superintendent, returning 
to Birmingham the following year as 
Assistant District Goods Manager. After 
twelve months as Goods Agent at Cardiff, 
Mr. Starr was appointed, in 1945, to be 
Road Transport Controller responsible to 
he Chief Goods Manager and Superin- 
tendent of the Line. For the past two 
years he has served as a member of the 
Road) Rail Traffic Joint Committee, and 
also the Central Licensing Sub-Committee 
of the Road/Rail Central Conference. 


The Board of the Trans-Zambesia Rail- 
way has appointed as Directors of the 
company, Brigadier J. Storar, Chief 
Mechanical Engineer, 1924-1939, and Mr. 
C. McL. Carey, Secretary of the company 
and London Manager. 

Mr. R. H. S. Turner has been appointed 
Superintendent, Plant Department, Metro- 
politan-Vickers Electrical Co. Ltd. 


Mr. G. H. Fletcher, Chief Engineer and 
Manager of the Metropolitan-Vickers 
Attercliffe Common Works, Sheffield, has 
been appointed to the Board of the Metro- 
politan-Vickers Electrical Export Co. 


Mr. W. Symes, Works Manager of the 
Metropolitan-Vickers Electrical Co. Ltd. 
main works at Trafford Park and_ its 
various dispersal factories, and Mr. W. A. 
Coates, Manager, Home Sales, have been 
appointed to the Board of the company. 


At the annual general meeting of the 
Skal Club of Birmingham, held at the 
Imperial Hotel, Birmingham, on Wednes- 
day, February 4, the following were elected 
to serve for the year 1948: President, Mr. 
J. B. Dunkley; Vice-President, Mr. D. M. 
Sinclair; Chairman, Mr. J. P, Savage; Vice- 
Chairman, Mr. H. Woolley; Honorary 
Secretary, Mr. F. T. Ranger; Honorary 
Treasurer, Mr, A. C. Allen; and Honorary 
Press & Programme Secretary, Mr, Fred 
Barrett. 


WESTERN REGION FiRST-AID MOVEMENT 

As a result of a recommendation made 
by the Central Ambulance Committee, Mr. 
W. F. Wills, Divisional Ambulance Secre- 
tary, Bristol “A” Division, has been 
premoted in the Order of St. John of 
Jerusalem to the Grade of Officer 
(Brother). The following members of the 
staff have been admitted to the Order in 
the Grade of Serving Brother, for excep- 
tional services which they have rendered 
to the Movement over a long period of 
years: Mr. W. T. Bown, machinist, Chief 
Mechanical Engineer’s Department, Swin- 
don; Mr. T. J. O. Beynon. foreman, Traffic 
Department, Buildwas; Mr. R. B. Biggs, 
ganger, Engineering Department, Kemble: 
Mr. E. G. Teagle, signalman, Traffic 
Department, Plymouth; Mr. H. J. Hill, 
Office of Superintendent of the Line, 
Paddington; and Mr. A. J. Rosewarn, 
bridge repairer, Engineering Department, 
Taunton. Mr. T. W. Clark, clerk, Chelten- 
ham (Malvern Road), has been promoted 
to the Grade of Commander (Brother), on 
the recommendation of the St. John 
Ambulance Brigade. 
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We regret to record the death on January 
21 of Mr. Albert Allan, C.B.E., M.Inst.T., 
late General Manager and Traffic Man- 
ager, Sierra Leone Government Railway. 


Mr. A. J. White, Advertising Manager of 
the former L.N.E.R., is acting as Adver- 
tising Officer to the Railway Executive, 
with offices at Marylebone Station, N.W.1. 
Mr. M. B. Thomas meanwhile is acting as 
Advertising Manager, Eastern and North 
Eastern Regions. 

Mr. D. €. Burton, B.Sc., 
A.M.I.Mech.E., has joined the technical 
staff of C.A.V. Limited, Acton, as Experi- 
mental Engineef responsible for diesel 
equipment development and engine testing; 
Mr. A. T. Priddle, Director & Chief 
Development Engineer, has been appointed 
Director & Joint General Manager of the 
company. 
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Mr. E. A. F. Johnston, B.Sc., M.LC.E., 
has been appointed Director of Works to 
the Government of Northern Ireland. He 
has been released by the Ministry of 
Works to take up his new duties from 
February 1. 

Mr. W. W. Sharp of the Labour & 
Establishment Office, London Midland 
Region, British Railways, former Editor 
of the L.M.S. Magazine, is retiring on 
February 29, after 46 years’ railway 
service, 

F. Perkins Limited announce that Mr. 
R. Ferguson, M.I.Mech.E.. Member 
A.S.M.E., has been appointed Consultant 
Director to the company, and Mr. A. 
Griffiths, M.I.W.M., M.1.E.E., formerly 


with the Ford Motor Co, Ltd., Dagenham, 
has been appointed to the Board as Direc- 
tor & General Manager. 








Reconstruction of the Italian State Railways 


A programme designed to accelerate freight and provide 
services for a 50 per cent. increase in passenger traffic 


An account of the efforts made to repair 
damage done to the Italian State Railways 
network is given in an illustrated booklet 
issued by the management. Photographs de- 
picting damaged viaducts, stations, yards, 
rolling stock and power stations illustrate 
the magnitude of the task of reconstruction. 

Italy possesses an unusually large num- 
ber of viaducts, some of great length, and 
many tunnels, making certain railway 
routes extremely vulnerable to air attack 
or destruction on the part of retreat- 
ing forces. The railways thus were 
attacked from both sides, aerial bombard- 
ments by Allied forces being unusually 
heavy in some localities; while the retreat- 
ing Germans also inflicted considerable 
damage. 

The Allied authorities were themselves 
prepared to put certain routes into work- 
ing order within a relatively short time 
of driving the Germans out of an area, 
but rebuilding on a long-term basis had to 
wait. Although damage to factories added 
to the want of materials, and manpower 
retarded the work, remarkable progress has 
been made. By the middle of last year 
half the 4,500 km. of damaged line and 
of the 2,600 km. of damaged station 
tracks were restored to use. Nearly half 
the damaged stone bridges and one-fifth 
of the steel bridges were repaired. One- 
third of the 64 km. of tunnels rendered 
unfit for use were again ready for traffic 
and a large proportion of locomotives and 
rolling stock was again in service. 

The booklet records the placing in ser- 
vice of some of the new class “ E.424 ” elec- 
tric locomotives, and a number of light- 
weight coaches. More than 7,000 new 
wagons have been built and more than 
twice that number repaired. Many wagons 
of foreign ownership are also being used. 

Freight traffic is rapidly assuming its 
former proportions and total passenger- 
kilometres are 50 per cent. above the pre- 
war figure. 

Work completed represents the first 
stage in a programme which will not be 
finished until at least 1949. Considering 
the difficulties experienced elsewhere in 
dealing with ordinary arrears of main- 
tenance it would not be surprising if it 
took much longer. 

Many technical improvements are being 
introduced, including an extensive use of 
light signals, power interlocking, and 
automatic train control. It is intended 
to electrify the Turin-Venice, Bologna- 


Padua, Voghera-Piacenza, Ancona-Bari, 
Messina-Palermo, and Messina-Syracuse 
sections. The general application of con- 
tinuous brakes to freight stock is con- 
templated, and improvements, such as the 
use of lightweight wheels, axles and 
roller bearings are to be undertaken, to 
speed up services conveying large quan- 
tities of perishable foodstuffs. The per- 
manent way is also being improved and 
the telecommunications system modern- 
ised. 

The cost of the programme is put at 
4,000 million lire for fixed equipment and 
rolling stock. By the end of 1950 (when 
heavy traffic is anticipated in connection 
with religious festivals in Rome) it is 
hoped to have in service 940 d.c. and 
540 3-phase electric locomotives, 2,850 steam 
locomotives, 365 multiple-unit and other 
types of electric train, and 875 diesel rail- 
cars. 


CONFERENCE ON AUSTRALIAN TRANSPORT. 
—Reuters reports from Canberra that a 
conference is to be held as soon as possible 
between the Commonwealth and State 
Ministers of Transport. and other interested 
parties, to discuss the serious drop in rail- 
way revenues resulting from airline and 
road competition. Figures published re- 
cently by the Civil Aviation Department 
in Australia shows that nearly three 
quarters of the airline traffic was gained at 
the expense of the railways. 


FLOOD PROTECTION FOR’ BRIDGE Al 
THRAPSTON, L.M.R—A _ contract for 
partial rebuilding of the substructure of the 
bridge carrying the Blisworth-Peterborough 
line of the London Midland Region over a 
stream at Thrapston (Northants), has been 
placed with the firm of Wellerman Limited. 
Sheffield When the south abutment of 
this bridge was washed away by floods in 
the Spring of 1947, a temporary steel-girder 
bridge was erected to support the main 
running lines, and this structure is still in 
use. The new south abutment, which will 
be constructed in concrete faced with 
bricks, will be stronger and larger than 
the present abutment, and will be protected 
from damage by future floods by steel-sheet 
piling. The north abutment, which 
escaped damage in the 1947 floods, will be 
protected similarly by the provision of 
steel-sheet piling in front of it. Work will 
be completed before the «nd of this year. 
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Institution of Railway Signal Engineers 


Signal installation work on London Transport lines 


At a meeting of the Institution of Rail- 
way Signal Engineers on December 17 last, 
with Mr. A. Moss, Vice-President, in the 
chair in the absence of the President, Mr. 
F. L. Castle. Mr. H. W. Firminger (Assis 
tant Signal Engineer, London Transport), 
read a paper on signal installation work on 
the London Transport lines, where the ex 
tensive works in hand needed a staff of 
some 1,200, with a somewhat complex 
supervisory organisation for controlling it, 
the tasks having to be grouped into areas. 
each under the control of a Signalling 
Assistant. 

The paper described the indoor planning 
and the instalment of the equipment out 
side, with the arrangements for obtaining 
and checking materials, the running of 
cables and the inter-working with the 
Works & Building Department. It also dealt 
with staff amenities and training, and de 
sign and use of labour-saving tools and 
fittings, with their application to cable 
stripping and forming and the running of 
wiring in apparatus rooms when connect 
ing to relays. It gave particulars of the 
mejthods used when testing a new installa- 
tion and bringing it into service, including 
the use of special telephone communica 
tion. A demonstration of the working of 
some special tools was given by Mr. W. 
Owen, " 

Mr. A. Moss thought that anyone who 
had seen installation work in progress on 
the London Transport lines must appre- 
ciate the care and thought given to arrive 
at such excellent results. Several of the 
labour-saving devices were useful. but some 
seemed more adapted to handling the 2- 
core cables used by the Board and un 
suited to the 40 and more core cables used 
elsewhere. The loop-forming tool was 
good, but he doubted if it would save time 
when connect:ng to relays, as it would have 
to be used so frequently. The arrange- 
ment of the fuse bases was neat and by 
almost eliminating bends lent itself to 
simple wiring. Apparently the wiring was 
invariably arranged for detachable top re- 
lays, but on main lines they had many 
types of relay and found it more conveni 
ent to run the trees on top and drop down 
to the terminals, instead of the reverse. 

Duplicate relay rooms were ideal, but it 
was doubtful if they could be applied on 
main-line railways, particularly on account 
of expense and the necessity of carrying 
the large number of relays of various types 
which they now used. The cost was war 
ranted on London Transport lines. where 
there were so few hours that were free 
from traffic. 

On the main lines they had often to dis- 
connect mechanical equioment and couple 
up to a power signal-box. This called for 
much fitting work and it was more econo 
mical to provide a large gang and do the 


work in a longer run during a “ posses- 
sion.” 
As a rule the main lines found that 


the shunters’ telephone circuits met their 
requirements and they had the use of 
spare wires in the cables; the necessity 
for running special circuits seldom arose. 
They hoped, however, to experiment with 
radio for communicating between gangs 
and signal box. 

Mr. R. Dell (Signal Engineer. London 
Transport) said the author had described 
arrangements adopted under the special 
conditions obtaining since the war, some 
new, others evolved before the war. The 
segregation of, the ordering and delivery 


of materials from the control of labour had 
been found necessary, because since the 
war the control by the supervisors had be 
come a whole-time job. Training of staff 
was now very important. It was serious to 
think of taking on a large construction 
staff knowing nothing about railway work- 
ing; but they had tackled the difficult task 
and had been able to increase the new 
works staff from a relatively small num 
ber up to 1,200, and train them into ex- 
tremely efficient workmen. Their labour- 
saving devices were only the start of a 
real attempt to organise the job of install- 
ing wiring and other jtems. 

Mr. E. G. Brentnall referred to the ex- 
cellent work done on the London Trans- 
port lines, where the installations particu- 
larly lent themselves to standardised 
methods, of which full advantage obviously 
had been taken. The way in which so large 
a staff had been organised was creditable. 
The short time for doing the work was a 
blessing in disguise, as it meant something 
drastic had to be done and the signal en- 
gineer could put up a very good case for 
expenditure which the main-line companies 
engineers could not justify to the same ex- 
tent; at all events, they did not get it 
allowed. They were also precluded from 
using many of the labour-saving devices 


Track Renewal in Polhill 


From midnight on Saturday, February 
21, Polhill Tunnel, on the Southern Region 
main line from Charing Cross to Ton- 
br-dge, Hastings. and Dover, will be closed 
to traffic for three weeks while an exten- 
sive engineerinz programme is carried out. 
The tunnel is 14 miles long and is situated 
between Knockholt and Dunton Green 
stations. Except for the period between 
7.45 a.m. and 10 a.m. on weekday morn- 
ings, when certain up business trains will 
pass through, the tunnel will be closed to 
all traffic from February 22 to March 14 
inclusive. 

Mr. John Elliot, Chief Regional Officer, 
Southern Region, explained the project at 
a Press conference at Charing Cross Hotel 
on February 11. He said the work to be 
done was so extensive that if confined to 
Sundays it would have occupied 26 week- 
ends. It had been decided, therefore, to 
close the tunnel altogether, and special 
steps were being taken not only to inform 
the public of altered train arrangements, 
but also to make the staff aware of the ex- 
tent and consequences of the work so that 
they could assist in dealing with the tem- 
porarily altered conditions that would arise. 
Closing the tunnel was a decision taken en- 
tirely within the Southern Region by Mr. 
Elliot himself, and he thought the arrange- 
ments made were a good auzury for the 
decentralisat:on of the new railway organ- 
isation. 

Mr. V. A. M. Robertson, Chief Civil En- 
gineer, Southern Region, explained the 
necessity for the work, and the method to 
be used in carrying it out. The central 
area of the tunnel, between 48 ch. and 88 
ch. is very wet, and the ballast has deteri- 
orated through the penetration of chalk 
and carbonaceous matter. It has been 
necessary to impose speed restrictions of 
30 m.p.h. on the down line, and 45 m.p.h. 
on the up line, compared with correspond- 
ing pre-war speeds of 50 and 65 m.p.h. 
During the forthcoming operations the 
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described because they had no power at 
many locations. 

He wondered what happened when q 
wire failed in these well-arranged layouts, 
How was a new wire put in without spoil- 


ing everything? It would be interesting to 
know more about the labelling methods 
used, 

Mr. J. C. Kubale, remarked that the 
London Transport installations showed 
what could be done when cost was not 
the primary consideration, 

Mr. W. J. Claridge wished to know 
whether the testing was carr.ed out from 
the signal box diagram. It appeared that 
it was circuit testing that was carried out, 
to verify the correctness of each circuit 
itself. In the case of the point repeating 
relays he thought that the process de- 
scribed in the paper should be. reversed. 

Mr. 1’. Austin was interested in the 
methods adopted for training recruits. Mr, 
J. F. H. Tyler referred to the picking up 
of the cables outside the signal box and 
the arrangements made for altering their 
order as they were taken to the lineside 
apparatus. Mr. J. Sulston discussed the 
question of simplifying the wring dia 
grams. Mr. A. L. Mills asked for informa- 
tion on labelling of the wires and Mr R.G 
Dale inquired whether the fuses mentioned 
were the only ones in the c.rcuits. 

After Mr. Firminger had replied, Mr 
A. Moss moved a hearty vote of thanks to 
him. 


. 
Tunnel, Southern Region 
track will be relaid throughout, both lines 
will be re-ballasted, and in the centre sec 
tion the ballasting will be laid to a greatei 
depth, New drainage also will be pro- 
vided. To accommodate the new drain, i! 
has been necessary to shift a trough carry 


CLOSING OF | 
POLHILL_ TUNNEL 
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During the three weeks. Sunday. 22nd February | 
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to Sunday. 4th March inclusive. in which Polhill 
Tunnel is closed for essential maintenance work 
many trains will be diverted and all will suffer 
some delay 


The British Railways. Southern Region. regrets 
the inconvenience thus caused to its passengers and | 
appreciates their understanding and co-operation 


By closing the tunnel. this major work will be | 


carried out in the quickest possible time thus 





avoiding the speed restrictions and delay over 
many months which would have been necessary 
under the normal procedure 


Full details of train alterations can be 
obtained at stations 


wren SEA MN ELLIOT, Chart Rppene (Mier 








Announcement of train diversions 
headed by the new British Railways 
totem 


ing electric conductor cables, and this work 
has been completed already. 

Track laying will be performed by the 
pre-assembled method developed in the 
Southern Region, using special hoists 
mounted on a flat wagon that will enable 
the laying operations to be performed 
mechanically throughout the tunnel. The 
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new track will be laid in 60-ft. lengths with 
97 sleepers per length. 

All the ballast in the wet central area of 
the tunnel will be taken out, using an 
Insley excavator. Altogether, 10 items of 
mechanical equipment will be used in vari- 
ous processes of the work, and it is hoped, 
also. that it may be possible to borrow a 
Matisa tamping machine, which at present 
is .n the possession of the North Eastern 
Region at York. (This machine was de- 
scribed in The Railway Gazette of August 


CABLE TROUGHING 
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tem. There will be 56 special engineers’ 
trains involved jin the operations, compris- 
ing 15 for ballasting, 11 for pre-assembled 
track, 12 for removing dirty ballast, and 
18 for other excavated material. 

The extensive train alterations necessi- 
tated by the work were explained by Mr. 
S. W. Smart, Superintendent of Operation. 
He said that during the short period on 
weekday mornings during which one line in 
the tunnel would remain open, 10 up trains 
would pass through. Main-line trains in 
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Green-Sevenoaks electric train services for 
local passengers. In general, certain up 
business trains from the country and coast 
will start earlier in order to reach London 
at their present time, while down business 
trains will leave London as at present, but 
will arrive at destination stations up to 12 
min. later. 

Outside the business traffic periods, and 
on Sundays, steam trains will leave their 
starting points at the usual times and arrive 
at destination stations about 10 min. late. 


CABLE TROUGHING 





1'4 Miles 


TO 
DUNTON GREEN 


Plan of Pothill Tunnel showing the waterlogged section and new drainage arrangements 


22. 1947). In all, 2.500 tons of material 
will be removed by mechanical excavation, 
some of which will be used again for re- 
inforcing a bad bank elsewhere on the sys- 


both directions will be diverted via Swan- 
ley, but a bus service will run between 
Knockholt and Dunton Green to connect 
with London-Knockholt and Dunton 


Horsham Railway Centenary 


The first exhib:tion of historical rail- 
way prints, photographs, and other records 
since the recent nationalisation of the rail- 
ways was held by the Southern Region 
of the Railway Executive in the Town 
Hall, Horsham, from February 13 to 19, 
to mark the centenary of the opening of 
the railway from Three Bridges to Hors 
ham, on February 14, 1848. The opening 





of the railway from Three Bridges to 
Horsham, prepared in 1844, and a London 
Brighton & South Coast Railway service 
tmetable of about 1849. An excellent 
illustrated catalogue to the exhibits, with a 
brief history of the railways of the area. 
has been prepared by the railway staff, and 
is available gratis. 

The opening of the exhibition was pre 
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Lines in the Horsham district showing opening dates 


ceremony was performed by Councillor 
A._H. Eyles, J.P.. Chairman of the Horsham 
Urban District Council. The 99 exhibits 
include a drawing of the first station at 
Horsham, a survey of the second station, 
opened in 1859, and plans and photographs 
of the present station, built in 1938. Of 
particular interest are a plan and section 


ceded by a luncheon at the King’s Head 
Hotel, at which Councillor Eyles proposed 
the toast of the British Railways, Southern 
Region. Mr. R. M. T. Richards, O.B.E., 
Deputy Chief Regional Officer, Southern 
Region, responded. The toast of the Hors- 
ham Urban District Council was proposed 
by Mr. G. Wynne Davies, O.B.E., Acting 


The Southern Region has issued an eight- 
page programme showing all the altered 
and cancelled train services involved by 
closing the tunnel. 


Public Relations & Advertising Officer, 
Southern Region, and responded to by 
Councillor D. Bryce, J.P., O.St. J. Coun- 
cillor F. A Trott gave the toast of the 
Visitors, and Mr. S. D. Secretan, J.P.. 
replied, 

The venue of the luncheon was particu- 
larly appropr-ate, as the hotel was the 
centre of the celebrations which marked 
the opening of the railway in 1848. Since 
those early days, Horsham has become a 
railway centre of considerable importance 
at which five routes converge, and the his- 
torical development of these lines ‘s shown 
on the accompanying sketch map. Three 
of these railways are now electrified, and 
the line from Horsham to Shoreham 
scheduled for electrification. 


Is 


ARCHDALE PRODUCTS SELLING AGENCY. 
James Archdale & Co. Ltd., Ledsam 
Street. Birmingham, 16, states that having 
resigned membership of Associated British 
Machine Tool Makers Limited. it has ap- 
pointed Alfred Herbert Limited, Coventry, 
as its sole world selling agents, as from 
February 16, 1948. Inquiries for Archdale 
products, either to Alfred Herbert Limited 
or to James Archdale & Co. Ltd. will be 
welcome. 


FLoIRAT RAILCARS IN FRANCE.—We have 
been informed by Mr Schiirr. Chief Engi- 
negr of the Motive Power Department, 
Northern Region, French National Rail- 
ways, that the Floirat railcars, referred to 
in our January 9 issue, are not adaptable 
for running either on rail or road. The 
car was designed originally for road ser- 
vice, but later was fitted with railway-type 
wheels and now operates only on railway 
tracks. The car running on the branch be- 
tween Senlis and Crépy connects at Senlis 
with an ordinary road bus service to 
Chantilly. 
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York Signalling Improvements 
and Carriage Shop 

Sir Cyril Hurcomb, Chairman of the 
British Transport Commission, announced 
at York on February 12 that the present 
signalling installation would be replaced in 
1950 by a new and modern system, the 
cost of which is estimated at £410,000. 
This new installation will, it is believed. 
be the largest of its kind in the world. 

When the new installation is in use, the 
operation of all trains in this part of the 
North-Eastern Region, within a distance of 
4 miles to the south and 14 miles to the 
north of York Station, will be controlled 
from one central signal box by means of 
power-operated points and colour- light 
signals. These will be worked from a 
console containing groups of thumb 
switches, and the latest modern electrical 
proving, locking, and indicating devices 
will be incorporated. The signalling will 
be able to deal with upwards of 800 
possible train routes, and the intricacy of 
the equipment is such that testing after 
completion will occupy several months. 

Sir Cyril Hurcomb also stated that the 
new carriage building shop now nearing 


completion at York wili replace that 
destroyed by fire on December 15, 1944. 
It has a floor area of 60,000 sq. ft., and a 


height of 26 ft. (5 ft. higher than the 
old shop). and it wili be served by a 
traverser at each end. It will be equipped 
with six transporter cranes travelling on 


longitudinal runways and connected by 
short transverse runways between the 
bays, thus permitting loads to be trans- 


ferred from one bay to another. 

A new type of tubular steel scaffolding 
has been designed, and will be in use 
throughout the new shop. All benches, 
racks, and other shop appliances also will 
be of steel construction and, where prac- 
ticable, built on the sectional principle 
which. in many cases. considerably 
increases their adaptability. 

Steam, water and  compressed-air 
services, a low-voltage electrical supply 
for hand lamps, and a high frequency 
electrical supply for power tools are 
carried down the whole length of the shop 
on the sides of the pit. and from there 
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run in underground ducts to the points at 
which they are required. 

Jigs of entirely new design will permit 
of the extension of the system of sectional 
construction and the production of larger 
units than has been possible hitherto, and 
it is estimated that, when full production 
is achieved, the weekly output will not 
be less than eight coaches of average type. 


Questions in Parliament 


York-Northallerton Train Service 

Colonel L. Ropner (Barkston Ash—C.) 
on January 26 asked the Minister of 
Transport whether he was aware of the 
inadequacy of the train service to inter- 
mediate stations between York and North- 
allerton; and whether, in view of the 
numerous villages served by those inter- 
mediate stations, he would take steps to 
have the present service improved. 

Mr. Alfred Barnes stated in a written 
answer: This is a matter for the British 
[Transport Commission, and I am bringing 
Colonel Ropner’s question to its attention. 


Finsbury Park-Muswell Hill Electrification 

Mr. L. D. Gammans (Hornsey—C.) on 
February 2 asked the Minister of Trans- 
port to what extent the cut in capital ex- 
penditure would involve the postponement 
of the electrification of the railway from 
Finsbury Park to Muswell Hill, when it 
was expected that that work would be 
completed and if in the meanwhile he 
would arrange for a diesel service to Kings 
Cross and Broad Street. 

Mr. Alfred Barnes: 1 am afraid it will 
involve the further postponement of this 
scheme. I cannot say for how long. The 
question of a diesel service to Kings Cross 
and Broad Street is a matter for the British 
Transport Commission, whose attention I 
am drawing to Mr. Gammans’ question. 

Mr. Gammans: Does the Minister’s 
answer mean that I can hold out no hope 
to my constituents of a better service than 
they are getting now, and that they will 
have to put up with whatever service is 
given them by the British Transport Com- 
mission, in which the majority of them 
are unwilling shareholders? 
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Mr. Barnes: I regret the situation, but 
many capital projects have had to be 
stopped at the present time. 

Lt.-Commander L. W. Joynson-Hicks 
(Chichester—C.): In view of the fact that 
the Minister is prepared to draw the Com- 
mission’s attention to this, will he define 


the different circumstances in which he js 


prepared to draw its attention to a 
matter, to make representations to the 
Commission about a matter, to reter a 
question to the Commission about a 


matter, and to take no action in the matter 
at all? All of those four courses he has 
proposed. 
Mr. Barnes: 
comments of members at 


1 would prefer to study the 
greater length. 


Hotels Executive 

Mr. Ernest Davies (Enfield—Lab.) asked 
the Minister of Transport the salary to be 
paid to the Chairman of the Hotels Execu 
tive; and the length of his appointment. 

Mr. Alfred Barnes: The authorised salary 
for the Chairman of the Hotels Executive 
is £5,000 per annum. The appointment is 
to September 30, 1952. 

Mr. Davies: May I ask the Minister on 
what principle these salaries are fixed? 
Would the Minister say that the job of the 
Executive in charge of the roads is no more 
important than that of the Executive in 
charge of hotels, or whether the two posi- 
tions are comparable. 

Mr. Barnes: The salaries are the same, 
and | should say that both positions are 
worth the money. 

Mr. William Teeling (Brighton—-C.): 
Will the Minister say whether any of the 
ordinary executives are being dismissed in 
order that this particular gentleman may 
have the appointment of Chairman, or is 
he an extra one? 

Mr. Barnes: I do not know what Mr. 
Teeling means when he talks about any- 
body being dismissed. These are appoint- 
ments under the Transport Act. They cer- 


tainly take the place of a good many 
railway directors, if that is what interests 
him. 


Lt.-Colonel W. H. Bromley-Davenport 
(Knutsford—C.): Will the expenses in this 
instance be in kind or in cash? 


The New Liverpool Street Station Cafeteria 
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Mr. Barnes: I have already indicated 
that so far that matter has not been settled. 
The Executives have only just been 
appointed, 

Lt.-Commander J. G. Braithwaite 
(Holderness—C.): Will the Minister state 
whether this gentleman is to be entitled to 
expenses to facilitate his progress from 
hotel to hotel? 

Mr. K. W. M. Pickthorn (Cambridge 
University—C.): Can the Minister tell us 
how expenses can be a matter of negotia- 
tion beforehand? How can expenses be 
anything but a matter of fact? 

Mr. Barnes: Obviously the type of 
duties that different Executives have to 
perform will be taken into consideration by 
the British Transport Commission in 
settling any matter such as expenses. 


Congestion qn Central London Line 

Lt.-Colonel D. C. Walker-Smith (Hert- 
ford—C.) on January 26 asked the Minis- 
ter of Transport whether he was aware 
of the congested conditions on the Central 
London Railway serving Liverpool Street 
and stations east and north thereof te 
tween 5 p.m. and 7 p.m. on weekday even 
ings; and what steps he proposed to take 
io improve that situation. 

Mr. Alfred Barnes stated in a written 
answer: This is a matter for the British 
Transport Commission and I am bringing 
Colonel Walker-Smith’s question to its 
attention. 


Workers’ Cheap Travel 

Major Tufton Beamish (Lewes—C.) on 
February 12 asked the Minister of Trans- 
port what reply he had received from the 
British Transport Commission following 
his representations of February 2 on the 
question of clerical workers being given 
the same privileges of cheap travel that 
were available for artisans, mechanics, and 
labourers. 

Mr. L. J. Callaghan stated in a written 
answer: I would refer to my reply on 
February 2, in which I said that I would 
bring Members’ Questions to the attention 
of the British Transport Commission. My 
communication to the Commission did not 
call for a reply to me. I have no doubt 
that the Commission has taken full 
account of the points raised by Members 
and will communicate its decision to them. 


London Transport Executive 

Wing-Commander Geoffrey Cooper 
(Middlesbrough West—Lab.) on Feb- 
ruary 2 asked the Minister of Transport 
if the London Transport Executive had an 
advisory council; what was the total 
number of members; what were their 
names and whom did they represent: 
and whether they included Members of 
Parliament or representatives of consumer 
interests. 

Mr. Alfred Barnes in a written answer 
stated: The London Transport Executive 
has no advisory council, but there are 
several committees on which appropriate 
representation for considering transport 
problems in the London area is secured, 
and I have sent Wing-Commander Cooper 
particulars. I hope soon to be in a position 
to appoint a consultative committee for 
London under section 6 of the Transport 
Act, 1947, 


British Transport Stock 

Sir John Mellor (Sutton Coldfield—C.) 
on February 10 asked the Chancellor of 
the Exchequer if he would identify the 
document by which the Treasury signified 
the opinion that British Transport Stock 
1978-88 was worth par on January 1, 1948. 

Sir Stafford Cripps. in a written answer, 
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stated: The Transport Act does not re- 
quire the execution of any specific docu 
ment; I will circulate the text of the 
Minute of January 1. 1948. in which the 
opinion of the Treasury is formally re 
corded. 

Later Sir Stafford Cripps circulated the 
following text: 


TREASURY MINUTE DATED JANUARY l, 
Pursuant to Section 89,(2) of the 
Transport Act, 1948 

My Lords read Section 16 of the Transport 
Act, 1947 (10 and 11 Geo. 6. Ch. 49) which 
provides, inter alia, that compensation shall be 
paid by the British Transport Commission in 
respect of the vesiing of undertakings in the 
Commission by reference to the values of the 
securities specified in the Fourth Schedule to 
the Act, and that the compensation so payable 
shall be satisfied in the manner provided by 
Part Vi of the Act by the issue in accordance 
with the provisions of the Fifth Schedule to 
the Act of British [Transport stock to the 
holders of securities of the undertakings. 

My Lords also read Section 89 in Part VI of 
the Act, which provides, inier alia, thai the 
British Transport Commission shall create and 
issue such stock as is required for the purpose 
oF saustying any right to compensation which, 
under any provision of the Act, is to be 
satisfied by the issue of British Transport 
stock, and that the stock so created and issued 
shall, subject to the provisions of the Fifth 
Schedule to the Act, be such stock as is, in 
the opinion of the Treasury, equal in value 
at the date of the issue to any amount of 
compensaiion due under the Act, regard being 
had to the market value of Government 
securities at that date. 

My Lords also read Part I of the Fifth 
Schedule to the Act, which provides, inter 
alia, that the persons (amongst others) who 
immediately betore the date of transier, which 
is defined in the Act as January 1, 1948, were 
the holders of the securities mentioned in Part 
I of the Fourth Schedule to the Act, shall, by 
virtue of the Act, become instead on the date 
of transfer the holders of British Transport 
stock representing so much of the compensa- 
tion payable in the case of the body in ques- 
tion as is attributable to those securities, and 
that the date of transfer shall, for the purpose 
of computing the amount of British Transport 
stock to be created and issued in satisfaction 
of any such compensation, be treated as the 
date of issue of that stock. 

My Lords have before Them a Resolution 
of the British Transport Commission dated 
December 23, 1947, creating British Transport 
stock which is to be issued on January 1, 
1948, pursuant to paragraph (5) of subsection 
(1) of Section 89 of the Act, for the purpose 
of satisfying the amounts of compensation 
payable in the case of the bodies specified 
in the Third Schedule to the Act which are 
attributable to the securities specified in 
Part I of the Fourth Schedule to the Act. 

My Lords have proposed that the said 
British Transport stock to be created and 
issued on January 1, 1948, by the British 
Transport Commission, shall be issued at 
par, shall carry interest at 3 per cent., and 
shall be redeemed at par not later than 
July 1, 1988, but may be redeemed at par 
in whole or in part, by drawings or otherwise, 
at the option of the British Transport Com- 
mission on or after July 1, 1978, on three 
months’ notice being given in at least two 
London daily newspapers. 

My Lords declare that, on the footing that 
the said stock is issued on the above men- 
tioned terms, then, having regard to the said 
terms of issue and to the market value of 
Government securities on January 1, 1948, 
the date of issue of the said stock, the amounts 
of the said stock set out in the second 
column are, in Their opinion, equal in value 
at the date of issue of the said stock, to £1 
rominal value of the securities set out in the 
first column of the attached Schedule, being 
the securities specified in Part I of the Fourth 
Schedule to the Act. 

R. STAFFORD CRIPPS 
C. JAMES SIMMONS 


Two of the Lord Commissioners of 
His Majesty's Treasury 
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Special Travelling Facilities 

Wing-Commander N. J. ‘Hulbert (Stock- 
port—C.) on January 26 asked the Minis- 
ter of Transport how many persons now 
received special travelling facilities on the 
nationalised railways; and_if he would 
publish a list of those who held per- 
manent free passes. 

Mr. Alfred Barnes in a written answer 
stated: This is a matter for the British 
Transport Commission, and I am bringing 
Wing-Commander Hulbert’s question to 
its attention. 


Locomotives and Wagons 

Mr. Thomas Reid (Swindon—Lab.) on 
February 5 asked the Minister of Trans- 
port how many unserviceable locomotives 
and wagons there had been in Britain at 
the end of the war; how many there were 
now; and how many new locomotives and 
wagons had been made since the end of 
the war for use in Britain. 

Mr. Alfred Barnes stated in a written 
answer: The number of locomotives under 
or awaiting repair was 3,362 on June 1. 
1945, and 3,273 on December 27, 1947. 
The corresponding figures for wagons 
were 122,745 and 160,666, respectively. 
Between the two dates, 1,623 locomotives 
have been built or taken over from the 
Ministry of Supply, and 70,225 new wagons 
constructed. 


Railway Compensation Stock 

Mr. C. Osborne (Louth—C.) on Febru- 
ary 10 asked the Chancellor of the Ex- 
chequer to what extent the issue of Rail- 
way Compensation Stoek on a 3 per cent. 
basis, indicated fhe abandonment of the 
previous 24 per cent. cheap money policy; 
and if he would give an assurance that the 
new 3 ver cent. rate for long-dated Gov- 
ernment borrowing would be held in 
future. 

Sir Stafford Cripps (Chancellor of the 
Exchequer): The terms of issue of British 
Transport Stock reflect the price of Gov- 
ernment securities at the date of issue. 
There has been no general change in Gov- 
ernment borrowing policy and I am not 
prepared to anticipate the level of future 
interest rates. 

Mr. Osborne: Is it the intention of the 
Chancellor of the Exchequer to let the gilt- 
edged market find its own level? 

Sir Stafford Cripps: My intention is to 
proceed as we are at present. 


Idle Railway Wagons 

Lt.-Colonel Granville Sharp (Spen 
Valley—Lab.) on January 26 asked the 
Minister of Transport whether approxi- 
mately 5,000 railway wagons had been 
standing idle om a disused railway in 
Ayrshire in the Galston-Strathaven area 
for approximately four years; whether 
any of these were considered suitable for 
repair; what payments had been made by 
his department for the service of the 
wagons during that period; and how long 
the wagons would remain in their pre- 
sent state. 

Mr. Alfred Barnes stated in a written 
answer: The maximum number of wagons 
standing in this area at any one time has 
been 2,600; 1,500 were placed there in 
August, 1947. 

There are now 1.962 wagons. prac- 
tically all of which are considered suit- 
able for revair; 1,807 of these were re- 
quisitioned from private Owners, but in- 
formation is not readily available of the 
payments made for their hire while they 
were out of service. The time taken to 
repair them will depend on the avail- 
ability of materials, but they are being 
allocated to depots for repair as rapidly 
as possible. 





Notes and News 


Asea Electric Limited.—All correspond- 
ence with the Railway & Erection Depart 
ment of Asea Electric Limited is now dealt 
with by its office at Redhill South Goods 
Yard, Hooley Lane, Redhill, Surrey. as. 
due to a reorganisation, the office at 14, 
Trinity Square, E.C.3, was closed on Feb 
ruary 10. 

Proposed Harbours Merger in East 
Africa.—The Kenya Harbour Advisory 
Board on February 11 recommended the 
creation of a combined railways and ports 
system under the title of East African Rail 
ways & Harbours. An editorial note on 
the unification of transport services in 
Kenya, Uganda, and Tanganyika appeared 
in our issue of January 9. 

The Bletchley Derailment, L.M.S.R.— 
The report by Lt.-Colonel E. Woodhouse 
on the derailment of a Euston—Man 
chester express near Bletchley on May 29 
last year (see our June 6, 1947, issue), has 
now been published. It states that the 
derailment was caused by distortion of the 
track due to a prevailing temperature of 
85° in the shade. A routine examination 
of the track about | hr. before the accident 
revealed nothing wrong. 

Cheaper Rates for Internal Air Freight. 

The British Eurovean Airways Corpora 
tion has reduced freight charges for the 
conveyance of goods on internal air routes. 
Examples of the new rates per kilogramme 
are as follow (former rate in brackets): 
Aberdeen to London 2s. 4d. (2s. 11d.): 
Edinburgh and Glasgow to London Is. 11d. 
(2s. 7d.). Further reductions have been 
made on through bookings to the Con 
tinent for the portion of the journey within 
Great Britain, the rates to and from Aber- 
deen being now Is. 10d., and to and from 
Glasgow Is. 3d. per kilogramme. 

South American Visitors to Hunslet 
Works.—On February 3, Don Miguel A. 
Riva y Abreu, Cuban Minister in London, 
ond General M. Ydigoras Fuentes, Minister 
for Guatemala. accompanied by Mr. 
F. B. A. Rundle, of the Foreign Office. 
visited the works of the Hunslet Engine 
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Co. Ltd.. Leeds, in connection with some 
important steam and diesel locomotive 
orders now in hand for Latin American 
countries. The visitors also inspected a 
number of standard mines diesel locomo- 
tives being built for this country and 
overseas. 

Telegraph Engineer Required.—A _tele- 
graph engineer is required in the Railway 
Department, Sierra Leone, for one tour of 
18 months in the first instance, with possi- 
bility of renewal. Candidates must have 
sound knowledge of the theory and prac- 
tice of telephone and telegraph engineering 
and at least five years’ exverience of the 
construction and maintenance of overhead 
wire routes, telegraphs and telephones. See 
Official Notices on page 235. 

Southern Region Staff Conference.—Mr. 
John Elliot, Chief Regional Officer, 
Southern Region, held the third of a series 
of regional conferences with all grades of 
staff at Salisbury, on February 12. His 
object was to explain the organisation of 
the Southern Region as it now functions 
under the Railway Executive. and to 
invite suggestions and ovinions from the 
staff for the improvement of the working 
and the service to the vublic. Mr. Elliot 
was supported by senior staff, including the 
divisional superintendents of traffic and 
motive power and the Divisional Engineer. 
He intends to hold similar meetings at 
other vlaces in the Southern Region in the 
immediate future and to establish them as 
a regular feature of staff relationship in the 
region. 

L.N.E.R. Annual Meeting.—The annual 
general meeting of the proprietors of the 
London & North Eastern Railway Com 
pany who were registered as holders of 
securities of the comvany immediately 
before January 1, 1948. will be held at 
Grosvenor House, Park Lane, London, 
W.1, at 2 p.m. on March S$. The business 
of the meeting will be to receive the report 
of the directors for 1947, and to re 
ceive a statement of the amount payable 
by the British Transport Commission to 
the company under Section 7 of the Trans- 
port Act, 1947. One of the proprietors has 


Hunslet Mines Locomotives for South America 


Mr. F. B. A. Rundle (British Foreign Office). Mr. Edgar Alcock. General Ydigoras 

Fuentes (Guatemalan Minister), and Mr. John F. Alcock. with the Cuban Minister. 

Don Miguel A. Riva y Abreu. at the controls of one of the Hunslet flameproof mines 
diesel locomotives at Leeds 
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given notice of his indication to move 4 
resolution authorising the payment of 
£63,000, being three years’ fees as voted 
normally by the proprietors, to be paid to 
the directors of the company as compen 
sation for loss of office. 


Centenary of 10 a.m. Express from 
Euston to Glasgow.—In connection with 
the centenary of the completion of the 
West Coast rail route between London 
Euston, Glasgow and Edinburgh, and the 
100th anniversary of the inauguration of 
the 10 a.m. exvoress from Euston to Scot- 
land, a short informal ceremony was held 
at Euston Station on Monday, February 
16. Sir William Wood, K.B.E., member of 
the British Transport Commission. took 
part in the function. As from that date the 
10 a.m. train in each direction between 
London and Glasgow has resumed its pre- 
war name of the “Royal Scot” (see also 
editorial note in this issue). 


L.M.S.R. General Meeting.—A _ general 
meeting of the proprietors of the London 
Midland & Scottish Railway Company who 
were on the register of the holders of 
securities of that company immediately 
before January 1, 1948, will be held at 
Euston Station, London, N.W.1, at 11.30 
a.m. on March 5. The meeting will: (1) 
receive the report of the directors for the 
year 1947; (2) receive a statement of the 
amount payable by the British Transport 
Commission to the company under Sec 
tion 20 of the Transport Act, 1947; and 
(3) consider and, if thought fit, pass a reso- 
lution that a sum not exceeding £75,000 be 
paid to the directors as compensation for 
loss of office. 


Franco-Spanish Frontier Re-opened.— 
Normal postal, telegraphic, and telephonic 
communications and passenger transport 
were resumed across the Franco-Spanish 
frontier at Hendaye on February 10. 
International goods traffic will be resumed 
on February 25. It was announced by the 
French Foreign Office on February 8 that 
immediate negotiations are to be opened 
between France and Spain to settle com 
mercial and economic relations between 
the two countries. The frontier had been 
closed since February 28. 1946, as a pro 
test after the execution of some Spanish 
Republicans. On September 2, 1946. 
arrangements were made for persons to 
cross the frontier in limited numbers, re 
stricted to 70 daily. 


East Yorkshire Motor Services Limited. 

Speaking at the annual general meeting 
of East Yorkshire Motor Services Limited 
on December 16, the Chairman, Mr. J. S. 
Wills, recalled that the company had just 
celebrated its 21st birthday, and reviewed 
some of its achievements during its life 
It had been their pride before the war to 
start new services, but today they were 
unable to live up to their own standards 
on account of the shortage of new vehicles. 
and the difficulty of obtaining adequate 
labour for maintenance of existing stock. 
In this brave new world it was not suffi- 
cient to place orders for acknowledged 
necessities, for we were living in a 
“planned economy ” in which an increas- 
ing proportion of the population was en 
gaged in telling the remainder what it 
must not do, Even the Socialist Govern- 
ment, with its quaint liking for nationalisa 
tion as a principle. had acknowledged that 
there was no prima facie case for the 
nationalisation of road passenger trans 
port. The British Transport Commission 
must review services throughout the coun 
try, and might draft a scheme for im- 
provements in particular areas, but such 
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None of the vacancies on this page relates to a 
man between the ages of 18 and 50, inclusive, or a 
woman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
vacancy is for employment excepted from the 
provisions of that Order. 


His Majesty’s Colonial Service 


VACANCY exists for a Telegraph Engineer in 
A the Railway Department, Sierra Leone. Quali- 
fications entitling applicants to consideration are 
Associate Membership of the Institution of Electrical 
Engineers, or degrees or diplomas recognised by that 
body as granting exemption from Parts A and B of 
its examination. Candidates must be British subjects 
and physically fit. They must have sound knowledge 
of the theory and practice of Telephone and Tele- 
graph engineeting and at least five years’ practical 
experience of the consiruction and maintenance ot 
overhead wire routes, telegraphs and_ telephones. 
Ability to supervise and control staff and to organise 
work essential. The appointed officer will be respon- 
sible to the Chief Engineer for the maintenance and 
construction of public and railway telegraph and tele- 
phone circuits and will be required to take charge 
of construction of a 4-wire trunk telephone system 
involving reconstruction of existing route carrying 
telegraph circuits and railway staff instrument and 
control circuits. The appointment is on agreement 
for one tour of 18 months in the first instance, with 
the possibility of renewai. e salary for the first 
tour will be £660 (basic) per annum, with an _ ex- 
patriation allowance of £200 per annum in addition. 
Partly furnished Government quarters are normally 
available at a rent of £90 per annum. Free first 
class passages are provided for the officer, and, if 
married. for his wife, once each way each tour, and 
home leave on full pay is granted on satisfactory 
completion of each tour at the rate of 7 days for 
each month of resident service. Outfit allowance of 
£60 on first appointment. Intending candidates 
should write at once to the DirREcTOR OF RECRUIT- 
MENT (COLONIAL SERVICE), 15, Victoria Street, London, 
S.W.1, giving brief details of age, qualifications and 
experience 


A NATIONAL TRANSPORT PROGRAMME. 
4 With foreword by Sir James Milne. Out- 
lines the approach of a long-term plan for transport, 
covering State and private ownership; track costs, 
etc. Paper, 84 in. by 5} in 27 pp. Is. By post 


Is. 2¢ 
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OFFICIAL NOTICES 


Great Western Railway Company 


NOTICE IS HEREBY GIVEN that a General 
Meeting of the Proprietors of the Great Western 
Railway Company who were on the Register of the 
Holders of Securities of that Company immediately 
before January 1, 1948, will be held at the Great 
Western Royal Hotel, Paddington Station, London, 
W.2, on Friday, the Sth day of March, 1948, at 
Twelve o'clock noon precisely, in order to receive 
the Statement of the amount payable by the British 
Transport Commission to the Company under Section 
20 of the Transport Act, 
PortaL, Chairman 
Paddington Station, 
London, W.2. 
February 19, 1948. 


London Midland and Scottish Railway 
Company 


NOTICE IS HEREBY GIVEN that a_ General 
Meeting of the Proprietors of the London Mica- 
land & Scottish Railway Company who were on the 
register of the holders of securities of that Company 
immediately before January 1, 1948, will be held at 
Euston Station, London, N.W.1, on Friday, the Sth 
day of March, 1948, at 11.30 a.m. precisely, for the 
following purposes, i.e 
1. To receive the 
year 1947. 

2. To receive a statement of the amount payable 
by the British Transport Commission to the 
Company under Section 20 of the Transport 

Act, 1947. 
To consider and, 
tion that a sum not 
paid to the Directors 

loss of office. 

Dated this 19th day of February, 
ROBERT A 


Report of the Directors for the 


if thought fit, pass a Resolu- 
exceeding £75,000 be 
as compensation for 


1948. 
BuRROWS, 
Chairman 
G. R. SMITH 
Secretary 
Euston Station, 
London, N.W.1 


MECHANICAL APPLIANCES FOR HANDLING 
= RAILWAY TRAFFIC. By G. Bulkeley An 
explanation of. the employment of mechanical appa- 
ratus for handling and carting general goods. Cloth 
74 in. by 5 in 132 pp. Illustrated. 5s By post 
Ss. 3d 


London & North Eastern Railway Company 


NOTICE IS HEREBY GIVEN that 
Meeting of the Proprictors of the 
North Eastern Railway Company 
register of the holders of securities of that com- 
pany immediately before January 1, 1948, will be 
held at Grosvenor House, Park Lane, London, W.1, 
on Friday, the fifth day of March, 1948, at 2.0 p.m. 
precisely, for the following purposes, that is to say :— 
(1) To receive the report of the Directors for the 
year 1947. 

(2) To receive a statement of the amount payable 
by the British Transport Commission to the 
company under Section 20 of the Transport 
Act, 47 

NOTICE IS ALSO HEREBY GIVEN that one of 

the Proprietors of the London & North Eastern Rail- 
way Company who was on the register of the holders 
of securities of that company immediately before 
January 1, 1948, has given notice of his intention to 
move the following Resolution at this meeting : — 
hat pursuant to section 21 (1) (c) of the 
Transport Act, 1947, out of the amounts payable 
by the British Transport Commission to the Com- 
pany under section 20 of that Act the sum of 
£63,000, being three years’ fees as voted formerly 
by the Proprietors, be and is hereby authorised 
to be paid to the Directors of the Company as 
compensation for loss of office. such sum to be 
distributed by them in such proportions as they 
may decide. 

Dated this 18th day of February. 

By Order, 
W. H. JOHNSON, 
Secretary of the Company 


a General 
London & 
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Marylebone Station, 
London, N.W.1 


T ENDERS are invited for the purchase of one 
500-KVA., 380-volt, 3-phase, 50-cycle Belliss & 
Morcom/A.S.E.A. Steam Generating Set, complete 
with the usual auxiliaries. 

It is in perfect working order and may be in- 
spected and seen working by arrangement with the 
Electrical Engineer, Inchicore, Dublin. 

Copies of Tender Form. together with the condi- 
tions governing the sale of this plant, may be had on 
application to the STORES SUPERINTENDENT, Inchicore, 
Dublin, to whom all enquiries should be addressed 
Latest date for receiving Tenders is Friday, April! 2, 
1948 
Coras lompair Eireann, 
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a scheme need not involve 
ownership. It would be the subject of a 
public local inquiry, and it was for the 
Minister of Transport to decide whether it 
should be ratified or not. Finally, there 
was an appeal to Parliament against the 
Minister's decision, under what was known 
as “ special parliamentary procedure.” 


Manchester Railway Bridge Rebuilding. 

To enable double-decker buses to use 
Albert Road. Levenshulme, the brick arch 
carrying the Manchester-Stockport line of 
the London Midland Region over this 
thoroughfare is to be demolished and re 
placed by a new steel and concrete bridge 
with a wider span and more headroom. A 
contract for this work has been placed with 
Thomas Wrigley Limited, Manchester. and 
it is expected that construction will be 
completed before the end of this year. The 
new bridge will have a 36-ft. 
16 ft. 8 in. headroom as compared with the 
30-ft. span of the existing arch and 
15 ft. 2 in. headroom at crown of the road 
and only 11 ft. 3 in. at the channels. Inter- 
ference with rail traffic will be minimised 
by the erection of temporary steel trestles 
and girders to support the tracks during 
demolition and early stages of recon- 
Struction, 


U.N.R.R.A. Assistance to Chinese Rail- 
ways.—Mr. John F. C. Tubbs. who was 
Assistant Chief of the Industrial Rehabili- 
tation Division of the U.N.R.R.A. mission 
to China. has stated on his return from 
that country that the administration’s pro 
gramme is complete with the exception of 
about 6.000 tons of bridging material, 50 
locomotives now under construction in 
Australia, and 26 locomotives procured in 
England; all were scheduled to reach China 
early this year. Important routes assisted 
by U.N.R.R.A. included the Canton— 
Hankow line. which was reopened in July. 
1946; the Hunan—Kwangsi—Kweichow, 


transfer of 


span and 


the Hunan—Luichow, and the Chekiang 
Kiangsi. U.N.R.R.A. procured 268 loco 
motives, of which at least 192 have reached 
China. They were manufactured in the 
United States, the United Kingdom and 
Australia. Other railway repair material 
imported included 1,000,000 sleepers, 
100,000 tons of rails, and considerable 
quantity of repair materials, construction 
equipment. and machine tools. Mr. Tubbs 
has long been associated with the West- 
inghouse Brake & Signal Co. Ltd.. which 
he represented as Resident Engineer in the 
Polish State Railways repair shop at Poz 
nan, and later in China. 


New Western Region Buffet 
Services.—As from Monday, February 23, 
buffet cars will be run on six more Western 
Region trains each week-day as follow: 
4.10 p.m. Paddington to Birkenhead (car 
to Wolverhampton); 7.25 a.m. Shrewsbury 
to Paddington (car from Wolverhampton); 
9.15 a.m. Paddington to Taunton (¢ar to 
Weston-super-Mare); 1.20 p.m. Taunton to 
Paddington (car from Weston-super-Mare): 
4.15 p.m. Paddington to Bristol (replacing 
present restaurant car); and 8.20 a.m. 
Weston-super-Mare to Paddington (car 
from Bristol). In addition, the 12.30 
p.m. Paddington to Weymouth week-day 
train will be provided with a restaurant 
car as far as Westbury. 


Car 


Courses for Engineering Foremen.— 
Foremen in the light engineering works of 
Tube Investments Limited now have an 
opportunity of taking special courses to 
aid them in their key job in production. 
The scheme was started at the beginning 
of 1947 and its success has resulted in a 
considerable extension this year. Courses 
last two weeks and those invited to attend 
are drawn in turn from all the companies 
in the group. Numbers are kept down to 
15 so that each batch of students may 
form a compact team. and the mornings 


are devoted to lectures and discussions in 
which everyone takes part, while each 
afternoon is spent in visiting other works 
and studying their methods of production. 
Economics is included in the syllabus. 


Karachi Branch Office for Alfred 
Herbert (India) Limited.—Alfred Herbert 
(India) Limited has opened a branch office 
in Karachi, under the charge of Mr. G. S. 
Heathcote. to deal with the supply of 
machine tools and equipment in Pakistan. 


G.W.R. General Meeting.—A general 
meeting of the provrietors of the Great 
Western Railway Comvany who were on 
the register of the holders of securities of 
that company immediately before January 

1948. will be held at the Great Western 
Royal Hotel, Paddington Station, London, 
W.2. on March 5 at 12 noon, in order to 
receive the statement of the amount pay 
able by the British Transport Commission 
to the company under Section 20 of the 
Transport Act. 1947. 


Manchester Shiv Canal Company.—The 
Directors of the Manchester Shiv Canal 
Company at a meeting on February 12 re 
solved to recommend at the ordinary 
general meeting. to be held on February 
27, the following dividends: 34 per cent. on 
the Manchester Shin Canal Corporation 
preference stock: 4 per cent. on the prefer 
ence shares: and 2 per cent. on the ordi- 
nary shares. Net revenue for year. after 
deducting interest and fixed charges, and 
provision for income tax and reserves, was 
£292,584, as against £10,235 in 1946. 


Metropolitan Line Track Changeover 
near Harrow.—Over 200 men are at work 


on rearranging 5 miles of Metropolitan 
Line track between Harrow-on-the-Hill and 
Preston Road stations. Elimination of 
bottlenecks will make it possible to in- 
crease the peak service on the Uxbridge 
(Metropolitan) Line from 8 to 12 trains an 
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hour as soon as new rolling stock is avail- 
able: and also to improve running on the 
main Metropolitan Line from Baker Street 
to Harrow-on-the-Hill, Rickmansworth. and 
Aylesbury. The changeover of tracks is 
to be made in seven stages so as to mini- 
mise interference with traffic, and the first 
stage will be made at the end of this 
month. Present delays where fast south- 
bound Metropolitan trains cross the local 
lines at Preston Road will be cut out. 
When the new layout is completed, the fast 
lines between Harrow and Baker Street will 
be independent of the local tracks, im- 
proving both services. New signalling is 
being installed between Preston Road and 
Harrow North in connection with the 
scheme, and a master signal box has been 
erected already at, Harrow-on-the-Hill 
Station, with two subsidiary automatic 
boxes north and south of the station. 
When the work is completed later fhis 
year, platform arrangements at Harrow-on- 
the-Hill will be adjusted to suit the new 
track layout, and two new platforms will 
be put into service. 


Large Increase in Precision Equipment 
Exports—In 1947, saies figures of 
B.E.S.T.E.C. members were more than 55 
per cent. higher than in the previous year. 
which means that makers of engineers’ 
tools and precision equipment are finding 
no difficulty in beating the export target 
laid down by Sir Stafford Cripps last 
autumn. With a world-wide network of 
agents in over 60 territories, overseas 
activities of B.E.S.T.E.C. are still gaining 
momentum, and since the organisation was 
inaugurated in May, 1945, directors and 
executives of B.E.S.T.E.C. have made 
journeys totalling over 250,000 miles in 
setting up new selling arrangements in 
every part of the world. 


Traffic Table 


Railways Miles Week 
open ended 
y Antofagasta ... oe ove 834 8.2.48 
Arg. N.E. ... vi | wae 7.2.48 
Bolivar ast _ iin 174 Jan., 1948 
Brazil ... a _ i . - 
B.A. Pacific... se me ca 7.2.48 
B.A.G.S. ties ca ... 5,080 7.2.48 
B.A. Western... eas vee] Depae 7.2.48 
Cent. Argentine aa eve] 3,700 7.2.48 
s De. oss << av . 
< | Cent. Uruguay bee sso], ee 7.2.48 
£|CostaRica ... -- +. 262 | Dec., 1947 
< | Dorada wa se < 70 = Dec. 1947 
= Entre Rios... a me 808 7.2.48 
5 / G.W. of Brazil ses «| $030 7.2.48 
©\ Inter.Cel.Amer.... ins 794 Dec., 1947 
O\laGuaira .. we 223 Jan.. 1948 
« , Leopoldisa... ast oot Soee 7.2.48 
ic | Mexican R ws aa 483 31.5.47 
$ | Midland Uruguay sis dia 319 Dec., 1947 
| Nitrate in wii 382 15.2.48 
“TNLW. of Uruguay ae Sei 113 Dec., 1947 
Paraguay Cent. 7 pea 274 6 2.48 
PeruCorp. ... se oos| 4059 Jan., 1948 
Salvador iss is ee 100 30.11.47 
; San Paulo... ai | ‘bet 
ec ee ‘i is il 156 Jan., 1948 
United of Havana... cos} Suan 82.48 
\ Uruguay Northern ... acu 73 Dec., 1947 
co 
Q , Canadian National ..- 23,535 = Nov., 1947 
e { Canadian Pacific .. 17,037.  Dec., 1947 
U 
BarsiLightt ... se roe 202 Dec., 1947 
Beira ... eee as 204 Nov., 1947 
w | Egyptian Delta. eee bse 607 20.1.48 
3 anila ve oa _ 
z | Mid. of W/. Australia.. «| 277 | Oec., 1947 
Pa Nigeria wee = ... 1,900  Dec., 1947 
Rhodesia... 2s. ess) 2,445 Sep, 1947 
South African : . 13,323 24.1. 48 
\ Victoria one ee .- 4,774 Aug,, 1947 


THE RAILWAY GAZETTE 


Railway Stock Market 


Business in stock markets has proceeded 
on cautious lines with the main emphasis 
on British Funds. Nevertheless the latter 
lost part on an earlier rise, Savings Bonds 
being sold with a view to exchanging into 
3 per cent, Transport stock, which it is said 
in the market has reasonable prospects of 
going to par before British Electricity stock 
is issued on April 1. 

The Anglo-Argentine trade agreement 
and the belief that Argentina will pay 
over by the end of this month the 
£150,000,000 for the British-owned rail- 
ways, have drawn renewed attention to 
Argentine rails. It is realised that when the 
pay-out moneys will be received by share- 
holders is a matter for the various com- 
panies, which are expected to make official 
announcements as soon as possible. Prices 
of the various stocks have now approxi- 
mated more closely to their pay-out levels. 

In addition to the £150,000,000 to be paid 
over by Argentina, there will also be 
amounts arising from interest payments as 
well as from realisation of various assets; 
but this does not seem to imply any impor- 
tant extra payment for holders of ordinary 
stocks, except perhaps in the case of Buenos 
Ayres Western. 

At the time of writing, the 4 per cent. 
debentures of the leading companies, which 
a few weeks ago were little above 90, have 
now risen to 98, or within 2 points of their 
pay-out levels. 

Central Uruguay stocks have attracted 
further speculative attention on the re- 
newed rumours of take-over developments, 
but movements on balance were small, the 
ordinary stock being 254 at the time of 
writing and the second debentures 71. San 
Paulo changed hands up to the higher level 
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of 165 after publication of the annual re. 
port and renewed hopes that the purchase 
money for the railway may be received 
shortly from Brazil. Leopoldina ordinary 
have continued around 14, but the prefer. 
ence stock strengthened to 40 and the de. 
bentures to 65. There was increased attep- 
tion given to Antofagasta issues, the ordj- 
nary improving to 12 and the preference to 
62, the assumption being that the railway 
must benefit from the good position and 
outlook predicted for the nitrate in justry, 
Nitrate Rails have changed hands at 70s, 
and Taltal Railway at 19s. 3d. United of 
Havana 1906 debentures were 154 and the 
44 per cent. Cuban Central debentures were 
dealt in up to 35. 

In other directions there were numerous 
dealings around 574 in Metropolitan 
Assented and Central London gee stone 
teed was dealt in up to 944. Canadian 
Pacific at 194 rallied with dollar stocks and 
were helped by renewed hopes of the pros- 
pect of higher railway charges, which seem 
inevitable unless there is to be a sharp cut 
in dividend for the current year. 

Reflecting the uncertainty resulting from 
the steps projected to curb prices and 
profits, iron and steel shares participated in 
the fresh decline in industrial share values, 
but later recorded a small rally. It js 
realised that inflation must be checked, but 
it is hoped that the new proposals will not 
prove a fresh burden to enterprise. Road 
transport shares were better led by a big 
spurt in B.E.T. deferred stock. In the loco- 
motive building and engineering section, 
Beyer Peacock have been active up to 
25s. 7$d., North British Locomotive touched 
26s. and Vulcan Foundry were 29s, 34d. 
with Wagon Repairs 22s. 6d. and Charles 
Roberts £7. T. W. Ward strengthened to 
59s. after the raising of the interim dividend 


from 3} per cent. to 5 per cent, 


and Stock Prices of Overseas and Foreign Railways 


Treffictor week ri Aggregate traffics to date Prices 
= Totale Shares i = te 
Inc.ordec. ‘3 Increase or or, ts Sp 72 
Total < Stock. =F 4 o 
; compared decrease wr FH BO 
this year with 1945/46 > 1947/8 1946/7 fe 3 L- 
£ £ £ £ £ 
54,010 19,380 6 302,290 214,100 + 88.190 Ord. Stk. 17 94 12 
ps.343,600 +ps36,400 32 ps.!1,090,800 ps.10,090,800 + ps.1,000,000 oe 21 10 12 
$98,547 — $16,522 5 $98,547 $115,069 — $16,522 6p.c.Deb. 25 164 27} 
- — _ Bonds 444 26 43 
ps.3,250,000 +ps.550,000 32 ps.84.791,000 ps.72.092.000 + ps.12.699,000 Ord. Stk. 14 6 12 
ps.4,562,000 + ps.711,000 32 ps.117.229,000 ps.112.335,000 + ps.4,894,000 Ord. Stk. 19 12 18} 
ps.1,343,000 ps.20.000 32 ps.45.725.000 ps.40,773,000 + ps 4,952,000 o° 284 144 24 
ps.4,189.200 +ps.843,775 32 ps.110,830,05! ps.102,183.707 + ps.8,646,344 * 21 9 19} 
ion - Dfd. 21 5 12 
36,844 : 955 | 32 1,072,982 I, 168, 777 — — 95,795 Ord. Stk. 304 94 a 
35,372 + 8,090 26 197,719 160,025 + 37,694 Stk. 13 8} 8 
25,600 — 6,400 52 350,800 369,575 — 18.775 IMe.Deb. 108 1004 1064 
ps.471.100 ps.I, od 32 ps.!4,403,000 _ps.13,789,900 + ps. = +4 Ord. Stk. i 64 12 
39,300 - 1,2 6 225,000 227,100 - Ord. Stk. 102/6 19/- 3; 
$1,123,000 + $204, 399 52 $13,076,437 $10,462,386 + $2, 61a ost _ _ -- _ 
$78,078 — $47.198 5 $78,078 $ 125,276 — $47,198 Sp.c.Deb. 88} 65 8314xd 
62,514 — 1.656 6 325.315 352,984 - 27°669 Ord. Stk. 224 34 14¢ 
ps.1,454,000 + ps.459,100 22  ps.7,706,200__—ps.13,441,600 + ps.5,220,000 Ord. Stk. 8 i ! 
19,608 4,088 26 105.663 112,280. — 6,617 _ — — - 
9,753 + 1907 6 32,856 25,408 + 7,448 Ord.Sh. 86/3 . 62/6 70/- 
3,686 - 2,085 26 29,982 34,050 — 4,068 — os — _ 
67.405 47,195 32 $2,047,018 @2,016.135 + G30,883 Pr.Li.Sek. 604 444. 47} 
163,867 + 15,607 31 1,189,986 1,068,462 + 121,524 Pref. 13 7 8 
156,000 + 066, 000 22 ¢471,600 ¢412,000 t ¢59,600 — — - 
: ss - ; Ss Ord. Stk. 1894 1294 157} 
8.870 + 4“ 445 31 49,610, 31835 + 17,775 Ord.Sh. 24/- | 17/ 18/9 
86,277 + 15,239 32 1,966,453 1,631,220 + 335,233 Ord. Stk. 4t It 4 
1,098 — 227. 26 6,622 8,031 — 1,409 _ a — - 
9.373.250 + 91,250 48 99,924,750 91,193,750 + 8,731,000 _ —_ _ - 
7,151,250 + 914,250 | 52 79,646,500 73,124,000 + 6,522,500 Ord. Stk. 18% 16 19% 
20,962 + 52 | 39 226,312 205.680 + 20,632 Ord.Stk. 1144 1004 1034 
109,872 + 19,033 9 225,888 181,330 + 44,558 _ — — - 
20,361 + 880 42 486,660 548.140 — 61,480 Prf. Sh. 6+ 6 6 
-- -- ~ — -- _ B. Deb. 834 69 8l4 
27,444 + 6,727 26 135,500 101,282 34,218 Inc. Deb. 75 65 744 
415,702 + 64.840 39 3,366,011 3,440,923 — 74,912 - _ _ ~ 
643,980 + 102.833 52 6,787,603 6,174,664 + 612,939 _ _ _ - 
1,323,962 + 78.497 43 53,898,218 49,349,300 + 4, 4.548, 918 _ — _ -_ 
1,177,321 — 11,568 9 — _ as — _ at 


Receipts are calculated @ Is. 6d. to the rupee 
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